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Te keep pace with today’s close 
buying and production schedules, 
ERIE has not only maintained . . . 
but has constantly improved its 
equipment and service to shippers. 





Don’t Wait for 
an Emergency 
Write NOW 
for the 


HOUSTON 
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worth of information FREE} 


in the Houston Port Book! 


This is a conservative estimate of 
the value of this book to you when 
you need accurate information 
quickly. 


No executive who ships or con- 
templates shipping through the 
Southwest should be without a 
copy of this book in his files. 


DITO! 
URRE 


It contains, not only timely ar- 
ticles on business, marketing and 
facilities in this region, but the lat- 
est tariffs and rules of the port, as 
well as sailing schedules and other 
information which you need for 
immediate reference. 


It means the difference between 
guessing at figures and actually 
knowing costs, between inaccu- 
rate estimates that may mean 
losses and accurate figures that 
will establish your profits defi- 
nitely and to a penny. 


DECIS' 


PORT BOOK 


and have this publi- 
cation come to you 
regularly 


Just Address 
Director of the Port 


Courthouse 
Houston, Texas 
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GORTLAND SHORT ROUTE 79 p,, 


“ORIENT. 


co 
Kobe gan FRANC? 


Ship by ‘General’ Liners to the Orient—a new 
passenger, express freight and refrigerator cargo 
service from Fortland. The first 
senger ships and the first full re = itor cargo ships 
across the Pacific! Travel by ‘ 
splendid passenger accom modations—outside rooms 
with beds—minimum fares. 
April 1st, $300 to Manila and returntoSan Francisco. 


STATES STEAMSHIP COMPANY 


PORTLAND, OREGON 


SAILINGS EVERY THREE WEEKS 


Leave Shanghai 
General Pershing 
GeneralSherman 

Leave Kobe 
General Pershing 
General Sherman 

Leave Yokohama 
General Pershing April 10 
General Sherman May I 


Leave Portland 
General Lee April 12 
General Pershing May 3 

Leave Manila 
General Pershing 
General Sherman 

Leave Hong Kong 
General Pershing April 2 
General Sherman April 23 


“‘one-class”’ pas- April 6 


April 27 


General ’ Liners— 


April 9 
April 30 


Mar. 30 
April 20 


Summer rates in effect 


SEATTLE: 
Exchange Bldg. 


SAN FRANCISCO: 
Williams Dimond & Co., 
262 California St. 


GEN. EASTERN AGTS.: 
Dawnic Steamship Corpn., 
17 Battery Place, 

New York, N. Y. 


GEN. PASSENGER AGTS. 
Roosevelt Steamship Co 
(U.S. Lines), all cities 
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IF YOU 
AGREE 
THAT— 


Your company, like any other, 
1 is judged by the representatives 
it employs; and 


That the cars which carry your 
product, being representatives of 
your company, should measure 
up to high standards of appear- 
ance and efficiency; and 


TAN K, 


aki RIGERATOp 
ANC 


POULTRY 
CARS 


That clean, modern cars create a 
BETTER IMPRESSION on the 


customer than ordinary cars; and 


That cars which are regularly in- 
spected and properly maintained 
are likely to be more satisfactory 
than equipment which is not so 
conscientiously serviced 


A North American 
Car Lease Is Sound 
Business Economy 


NORTH AMERICAN 
CAR CORPORATION 


N. L. Howard, President 


Dept. 3, 327 South La Salle St., Chicago 









Galveston's location assures quick dispatch, both by 
rail and water. Only ten miles—40 minutes’ time— 
from docks to open sea. The tracks of 5 great trunk 
lines skirt the city's edge. One switch, one hour, 
from train yards to shipside. No congestion, no 
traffic tie-ups here. A\ll service units are coordinated, 
functioning under one management. Merchandise is 
kept on the move, saving time, storage and interest 
charges, saving dollars for shippers on every type of 
goods. 

Routing your shipments through Galveston will show 


EQUIPMENT 





Four grain elevators—total capac- 32 piers confined in a stretch of 


ity 9,000,000 bushels. 21% miles. 


Storage for 1,650,000 bales of 17 high density cotton com- 
cotton. presses, 46 warehouses. 


5,000,000 7. ft. of warehouse Long experienced traffic men, 
° 


space for flour, rice, and mis- freight forwarders. 


cellaneous commodities. 


69 steamship lines. ship repair facilities. 


Channel 35 feet deep, ten milesto 51 miles of switch track, eight 


open sea. switch engines. 
Five rail systems. 200 fast tractor trucks. 
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10,000-ton dry dock, complete 





you astonishing transportation savings. Coastwise 


‘ shipments made to Galveston for warehousing of 


merchandise or re-distribution to strategic marketing 
centers will lower your present transportation costs. 
Why not let our Traffic Department work with you in 
analyzing your shipping problems? We've saved 
for others—we can for you. Correspondence in 
strict confidence. Write us today for ‘Shipper's 
Digest." This FREE publication is issued semi- 
monthly. It gives sailing dates and shipping news of 
America's Port of Quickest Dispatch. 


RECORDS 


One switch from rail yards 
to waterfront . . . Grain 
vessels may enter, load, 
clear in six hours... 483 
cars of grain unloaded in 
a ten-hour day . . . one- 
third of nation's export 
cotton handled without 
congestion . . . 10,050 
tons of sulphur loaded in 
two days... Ships breast 
the open sea forty minutes 
from wharf . . . For 36 
years the cotton port of 
the world... Warehouses 
with insurance ratings AA, 
























































A, BB, B .. . Cotton 
orders filled and at sea in 
three hours . . . Texas’ 








oldest, most efficient port 
. « « America's Port of 
Quickest Dispatch. 
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| ufficient 
Equipment to Handle All 
Shipments Expeditiously.. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





TRANSPORTATION CHANGES 


HE air is filled with more or less well founded rumors 

to the effect that President Roosevelt is developing 
a transportation program to be put into effect, in part, 
by means of new legislation proposed by him and, 
in part, under the authority granted him by Congress 
to readjust and consolidate certain departments and 
bureaus of government. The plans are so nebulous and 
the reports so conflicting at this time that we shall not 
attempt to comment on the forthcoming administration 
scheme except to express our pleasure that one is brew- 
ing, our hope that it will be wise and well considered, 
and to say that it seems, at least, to contemplate a uni- 
fication or coordination of agencies having to do with 
the regulation and control of the various kinds of trans- 
port. That is a reform that we have long advocated. 
Though there is now some slight measure of regulation 
of the forms of transport that compete with the rail- 
roads, there is nothing that approaches the degree of 
regulation applied to the railroads. Not only are they, 
thus, at a disadvantage, but our regulatory system is 
ragged. That is due to the fact, of course, that the com- 
petition is comparatively new, whereas the regulatory 
system was set up to apply to the railroads when they 
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were virtually a transportation monopoly, and we have 
been slow in getting around to the task of making it 
comprehensive, fair, and consistent. 

Of course, it follows—or should follow—that, if 
President Roosevelt’s plan contemplates unification or 
coordination of regulatory bodies, it should also set up 
a system of equalized regulation, for, unless the laws 
definitely thus provide, the body or bodies governing the 
transportation agencies could not be fair to all of them 
and could not operate consistently even if that were the 
desire. It is to be hoped, therefore, that the proposed 
legislation will not be “half baked,” based merely on 
the theory that there should be consolidation or coordi- 
nation of regulation and control, but that it will result 
from a careful study of the situation, not only with a 
view to equalizing competitive conditions as an academic 
proposition, but after expert practical consideration to 
the end that details shall be properly adjusted. 

It would be unfortunate, for instance, if, as is now 
proposed in some quarters, the new legislation provided 
for exactly the same kind of regulation of commercial 
motor vehicles that is now applied to the railroads. 
That would be proper if it were admitted that all the 
regulation now applied to the railroads should continue 
so to apply—for the trucks and busses are not entitled 
to discrimination in their favor—but legislation in this 
respect should be devised after careful consideration of 
what regulation can be taken from the railroads in the 
effort to equalize. Much of what they now bear is not 
necessary and its uselessness and futility ought to be- 
come the more apparent when it is proposed to apply 
it also to motor vehicles, which do not need it either. 
There is a job here for transportation experts as well 
as for theorists who rightly believe that regulation should 
be equalized. We think the railroads could, if they 
would, do this themselves in a way that might be accept- 
able; the motor transport operators could also do it. 
Probably neither of them will do it. But a plan could 
be devised by experts that would satisfy every practical 
requirement within the theory of centralized control 
and equalized application of the regulatory principle. 

It is to be hoped that not only will the Interstate 
Commerce Commission be retained, contrary to sugges- 
tions in some quarters, but that it will be made the 
nucleus or, at least, an important part of any new regu- 
latory agency that may be set up. The Commission has 
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its faults, to be sure, but they are largely the result of 
overwork on details, too serious attention to unimportant 
matters, and too long drawn out contemplation of even 
important technical matters. Those faults can be cured, 
partly by changes in the law, which is, in part, respon- 
sible for the intricate problems presented to the Com- 
mission and the meticulous manner in which it considers 
them, though it is also true, in our opinion, that there 
is too much of an inclination on its part, regardless of 
the strictures of the law, to bury its head in a mass of 
detail. The long drawn out procedure in the Hoch-Smith 
cases is an illustration of the latter. The performance 
is nothing short of ridiculous—a ridiculousness in the 
extent and detail of the hearings that we believe even 
Congress did not intend and could not approve. 


There is no question of rates—or anything else, for 
that matter—that a body of men qualified to consider 
could not adequately consider and decide fairly and 
wisely—at least as wisely and fairly as it ever could be 
expected to do—after calling before it fifteen or twenty 
persons whose opinions were valuable and who were in 
possession of the facts, listening to them carefully, ask- 
ing questions, developing new facts suggested, and then 
considering the matter for a week or so. Instead of 
that we have months and years devoted to this Hoch- 
Smith investigation, hearings all over the country, and 
everybody who wishes to say anything or to introduce 
an exhibit that may be without value or a duplication of 
some other information before the Commission, permitted 
to do so. It is a great waste of time, money, and the 
energy of the Commission. We are not averse to its 
being reformed in some respects, but we look at it much 
as we would look at a valuable employe with certain 
outstanding faults; he ought not to be “fired,” but he 
ought to be told his faults and compelled to reform them; 
if, then, he could not conform, it would be time enough 
to look for someone to take his place. 


The Commission is and always has been a fine body 
of men, industrious, intelligent, and honest; it has done 
its work well, barring some things of the kind we have 
pointed out. Though the faults are there, it is probable 
that they are no greater or no more numerous than the 
faults that could be in the future attributed to some 
body or bureau that might take its place. We hope the 
Commission will remain in the picture with its duties 
broadened, the requirements for work of detail lessened, 
and with more time to think about really important 
things—important, we mean, not to the individual, but 
to the commerce of the nation, though, of course, the 
rights of the individual must be preserved and guarded. 
We hope also that, when and if the President’s transpor- 
tation plan goes to Congress, it will go with every detail 
approved by experts in the practical handling of trans- 
portation, lest, after Congress gets through tinkering 
with it in the effort to repair its errors and omissions, 
the result will be a jumble worse than the present situa- 
tion. To that end we hope the various interests involved 
will lend their cooperation to a creditable finished prod- 
uct that will stand the test of fairness and consistency, 
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instead of each doing what it can to get something fo, 
itself. 


MUDDY THINKING 


O better illustration of the muddy thinking of (op. 
gress and the people of the country could be af. 

forded than by the present situation with respect to 
prohibition. We do not intend to discuss that issue on 
its merits, but only to point out the silly consideration 
that is being given to it by Congress and the people at 
large who seem to approve what Congress has done and 
the way it has done it. 

The eighteenth amendment to the Constitution of 
the United States prohibits the sale and manufacture of 
intoxicating liquor. The Volstead act gives force to the 
amendment. Now Congress endeavors to make 3.2 per 
cent beer legal by amending the Volstead act to declare 
that beer of that percentage of alcoholic content is not 
intoxicating. 

Whether or not it is intoxicating we do not pretend 
to say. If it is, Congress has no right to enact such a 
law; it is unconstitutional because of inconsistency with 
the eighteenth amendment. On the other hand, if it is 
not intoxicating, then why all the talk of saloons not 
coming back, the necessity of state legislation prohibiting 
its use by minors, and so on and so on? Why, if 3.2 
per cent beer is not intoxicating and its manufacture and 
sale are so respectable as to be permitted by specific act 
of Congress at the request of the President of the United 
States, not permit and expect it to be sold at and by any- 
one and everyone, in drug stores and grocery stores, in 
school lunch rooms, at church dinners? If it is intoxi- 
cating, why permit its sale at all under the pretense 
that it is not intoxicating—in fact, how can it be done 
as long as the eighteenth amendment is not repealed? 

We suggest a little straighter thinking, not only as 
to prohibition but as to a lot of other things. 


ESTIMATED CARLOADINGS 
Estimated carloads in the territory of the Trans-Missouri- 
Kansas Shippers’ Advisory Board for the second quarter of the 
year, compared with actual loadings in the same period last 
year, follow: 


Actual Prospective 
Loadings Loadings 
2nd Quarter 2nd Quarter Per Cent of 
Commodity 1932 1933 Increase Decrease 

Agricultural implements ...... 237 200 woe 16.0 
_  —=eeee 4,686 5,024 ‘ee nase 
rr eres asian sone nantes wane Bence 
0 Rr ear 10,541 10,541 ten bees 
CORP PYOGUCES on... ccc ccccccsess 3,149 3,537 12.0 sein so 
ea eee ner ee 13,892 12,503 mee 10.0 
hae tie hecklers wiece era k cacaia cee 879 770 aoe 12.4 
a ee 1,969 1,925 ieee 2.2 
Sea rere 3,800 rer 7.3 
II) a sana 9 Ni 6: ahdide kia ber sine ore wears 1,442 1,400 pape a9 
RP Cerone 698 698 wads re 
Fresh vegetables .............. 481 481 seat aioe 
RS ae ee 31,854 26,000 senate 18.4 
Se NOON 55 ong 00tssscses 35,606 34,538 re 3.0 
Hay, straw and alfalfa........ 4,446 3,334 Dasa 25.0 
MOU, WORE, GlC ioc cos cscescvece 2,175 1,953 ‘ati 10.2 
Boilers and machinery......... 287 338 15.1 cence 
Lime, plaster and gypsum..... 4,955 4,559 Mee 8.0 
_ =a aera 25,305 23,000 9.1 
ee ye or ce 4,530 3,398 25.0 
a rr 4,726 3,545 25.0 
RS eer ere 2,477 1,734 30.0 
Other metais—pig, bar & sheet 523 500 4.4 
Packing house products....... 21,819 21,819 osu 
Petroleum and products....... 57,817 49,145 15.0 
Re Sry aie ees “ea ee 1,268 750 40.8 
I ai hilar mal eek ph inde ceidtiheecaie e aadsa she 4,917 4,917 aioes 
Sand, stone and gravel........ 26,929 24,775 8.0 
Sugar, syrup and molasses.... 870 844 Sao 3.0 
Total—all loadings......... 273,339 246,790 9.7 
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Current Topics in 
Washington 





A person who has felt constrained 
to go to a practitioner who specializes 
in the alleviation of human suffering by 
manipulation of bones and muscles 
rather than in the use of tinctures, sera, 
and chemicals might think that Uncle 
Sam was in the hands of new doctors rather than in the hands 
of new dealers. 

Some of the things that have been suggested, particularly 
about reformation of railroads and rearrangement of the 
agencies for the regulation of transportation, suggest, to those 
who have gone from one sort of alleviators to another, some 
of the rather robust things done by the manipulators of bones 
and muscles. 

Not yet have members of the Commission felt the pull of a 
strong practitioner on the muscles of their necks or shoulders; 
they may never feel it; but, on account of the vigor of the 
action taken in respect to banks, some of those interested in 
transportation and its regulation, it is believed, were in a 
mental attitude which would have made it a matter of no sur- 
prise had they felt a vigorous yank or two. 

According to the views of some, the things done by Presi- 
dent Hoover, when he was the doctor, ameliorants and pallia- 
tives, rather that strong things, were administered. If the 
patient shows a wonderful improvement after the things have 
been done that may be decided on for application to the rail- 
roads, it may be suggested, Dr. Hoover will probably stand 
condemned as an ineffective doctor and Dr. Roosevelt com- 
mended as the one who knew what to do and when to do it. 
That will be so, it might be intimated, even if the healing is 
the result of the enactment of legislation that was suggested 
long before Dr. Roosevelt was called. 


New Doctor, 
Perhaps, Rather 
Than a New Deal 





Though the petroleum industry is 
one of the large children in the Amer- 
ican family and, though it has had 
troubles indicating the need of a doc- 
tor, the public prints have had little to 
say about it. However, it has not been 
ignored. There is to be a consultation about it at the Depart- 
ment of the Interior March 27. Secretary Ickes, of that branch 
of the government, and the governors of petroleum producing 
states are to do the consulting. The industry is not officially 
to be a party to the conference about it. Some men in it are 
inclined to be a bit peevish on account of their exclusion. When 
the Hoover administration considered the state of its ‘health, 
representatives of the industry were invited to the conferences. 

There is an amusing bit of history in connection with that. 
Four years ago, some of the oil men were irritably inclined 
because the government was, they thought, somewhat presump- 
tious in taking thought about petroleum troubles, especially in 
view of the fact that the production of petroleum is not inter- 
state commerce. The federal government, therefore, in theory, 
has no reason to dabble in questions about the production and 
distribution of oil, except in so far as it is the owner of land 
from which some petroleum is taken. In other words, its in- 
terest was only that of one of thousands of producers, with 
an interest in the refining and distribution of petroleum akin 
to that which the farmer has in the brewing and distilling in- 
dustries that use his; grains and molasses. 

But the Hoover administration devised a scheme for the 
regulation of production, under compacts or treaties among 
the states, approved by Congress. After a little more than two 
years of operation under informal compacts, the industry be- 
came accustomed to the idea of federal “interference” in its 
affairs. It seemed to like the idea of regulating production by 
having the railroad and utility commissions of the states agree 
on the amount of petroleum each should produce, so as to 
avoid flooding of the market, and then have the commission 
of each state pro rate the state’s allowable production among 
the various districts within its borders. The state commis- 
sions looked to estimates by the Federal Oil Conservation 


Petroleum Industry 
Also Full of 
Aches and Pains 
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Board as to the total to be produced and the amount each state 
should contribute. 

Now that board, established by Calvin Coolidge in 1925, is 
not being used by the Roosevelt administration. Instead, the 
administration is proceeding through the Secretary of the In- 
terior, who would ex officio be chairman of the board if the 
Roosevelt administration were walking in the footsteps of its 
Republican predecessors, which it is not. Therefore, the bank- 
ing and railroad industries are not the only ones doing a bit 
of “jittering” because they cannot know what may be coming 
from the dwelling place of the new gods. 





When Harold L. Ickes, Secretary of 
the Interior, walked into his department 
after inauguration day, he was greeted by 
Joseph M. Dixon, first assistant secretary 
and acting head of the department. He 
was acting head of the department to 
which the Chicago man had been appointed because Dr. Ray 
Lyman Wilbur, who had been secretary, had resigned March 4 
and departed for his old employment as president of Leland 
Stanford University. 

Did anyone need to introduce Ickes and Dixon? Not at 
all. In 1912 Dixon was the national chairman of the Theodore 
Roosevelt Republican party and Harold L. Ickes was in charge 
of that organization at Chicago. But that is hardly the reason 
for Dixon’s continuance in office for more than two weeks after 
the inauguration. Those who think themselves politically wise 
believe, or profess to believe, that President Roosevelt is de- 
liberately putting off appointments to office to the end that 
the lawmakers may not have their minds taken off legislation 
he desires by thoughts of patronage, either pleasant or other- 
wise, the otherwise thoughts coming from failure to obtain 
the appointments desired for friends. 


Ickes Now 
the Boss of 
His Former Boss 





A layman, if not a member of the 
bar, it is believed, could obtain a better 
idea of what courts and legislative bodies 
are supposed to mean when they talk 
about “the law of the land” and “due 
process of law” from the brief filed by 
the railroad lawyers in Illinois Central et al. vs. United States 
of America et al., than from the average text book on the 
subject of a citizen’s right to be protected against arbitrary 
action by the government. The case is the one brought by 
thirty-odd railroads in the three-judge federal court at Wilming- 
ton, Del., to prevent the enforcement of the Commission’s order 
requiring them to establish joint rates on cotton, from the 
southwest to the northeast in connection with the American 
Barge Line Company. 

That order was issued, without hearing, on the Commis- 
sion’s construction of section 3 (e), of the Inland Waterways 
Corporation act, to the effect that the statute required it to 
order such rates, without hearing, but subject to complaint after 
the event in which proceeding the burden of proof should be 
on the complainants, who, naturally, would be the railroads. 
The railroads claim that that is an erroneous construction be- 
cause, if so construed, it would require the taking of their 
property without “due process of law” in violation of the fifth 
amendment to the Constitution. They argue, in their brief, that 
the section can be construed so as to avoid unconstitutionality, 
and necessarily that it was the duty of the Commission so to 
construe it just as it is the duty of courts so to construe 
statutes. 

The railroad lawyers are not so naive as to rest their case 
on a contention that the statute is unconstitutional. They 
point out how it could be construed to be in consonance with 
the fundamental law—that is, by construing it so as to give 
them a hearing in advance of the prescription of joint rates 
and thereby afford them an opportunity to show the Commis- 
sion that through routes and joint rates were not in the public 
interest, in some instances, and the rates proposed were un- 
duly low in some instances where through routes and joint 
rates were justified. 

All they asked of the Commission was a procedure of the 
ordinary sort—that is, a full hearing in advance of action. In- 
stead, however, the Commission construed the language of Con- 
gress to require it to act without hearing, leaving the railroads 
to complain about the rates after their prescription if they 
thought them unduly low and, therefore, obnoxious to the con- 
stitutional guarantee. There is no discussion in the brief of 
the quality of the rates. The discussion is confined to the law. 

More than three score cases are cited and parts of the 
opinion of the courts discussed, including the one, Murray vs. 
Hoboken Land and Improvement Company, 18 Howard 272, in 
which the Supreme Court of the United States said that “due 
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process of law’ was equivalent to the words “law of the land” 
in the great charter to which King John, in 1215, with a wry 
face, was compelled by his lusty barons to attach his name 
and seal. In addition, they quoted from the writings of Prof. 
Harold J. Laski, of the University of London, and writers in 
the Harvard Law Review. 


The proposed report, written 
by Examiner Carl A. Schlager in 
No. 17000, part II, western trunk 
line class rates, and No. 19195, 
Alliance Chamber of Commerce et 
al. vs. A. & R. et al. (see Traffic 
World, March 18, p. 539) proves, it is believed, that a Hoch- 
Smith proceeding is not always a quicksand hole in which the 
cases joined with it disappear “without trace.” In the Com- 
mission’s report, 164 I. C. C. 1, the rates assailed by Alliance, 
Neb., were found not unreasonable in the past and reparation 
was denied. 

Now Schlager, more than six years after the complaint 
was filed, Jan. 19, 1927, has heard the cries of J. A. Little and 
I. C. Lyle, the town’s attorneys. *They have not allowed the 
Commission to forget their complaint, even if, for years, it 
seemed to be swallowed up in the mass of matters connected 
with that general inquiry. Schlager has found that, for a con- 
siderable period, the rates assessed against the merchants of 
that city were in violation of the aggregate of intermediates 
part of the fourth section. The case had to be twice reopened. 
Schlager found that there was, as alleged, a three-factor com- 
bination from New York to Alliance, for illustration, totaling 
$3.79 first class, while the railroads had been applying a two- 
faetor combination of $3.98. It was a most intricate tariff 
construction or interpretation case. 

If the Commission follows Schlager’s recommendation, 
Alliance shippers will have the distinction of being the only 
ones in the cases embraced in the Hoch-Smith proceeding to 
obtain reparation.—A. E. H. 


GOVERNMENT REORGANIZATION 


The Traffic World Washington Bureau 


Though it was freely admitted that an effort was being 
made to work out a plan under which the related transportation 
activities of the government would be brought into one group, 
it was asserted the first of the week in quarters in a position 
to have information on the subject of government reorganiza- 
tion, that there was nothing definite decided on at the time. 
The indications were, it was stated, that some time would elapse 
before a plan would be ready for submission to President Roose- 
velt for his consideration. 


Commenting on a report that the plan provided for creation 
of a federal transportation bureau of five divisions under direct 
supervision of the Department of Commerce, one official in a 
position to know the facts said that it had not yet been deter- 
mined whether it would be recommended that the transporta- 
tion unit be placed under the Secretary of Commerce, and that 
someone had drawn on his imagination to a considerable 
extent. 


Some familiar with the subject under consideration have 
voiced concern as to whether those who are preparing the plan 
for the President are working along lines that will lead to a 
definite separation of promotional and regulatory functions. 
One of the outstanding weaknesses, for example, it is pointed 
out, of the present organization of the Shipping Board, is that 
it provides for the administration by the same board of promo- 
tional and regulatory provisions of law. These are regarded as 
conflicting activities. A board, for example, might hesitate to 
take regulatory action that should be taken in the public in- 
terest but which, for the time being at least, could be construed 
as an adverse action from the promotional standpoint. 

Aroused by the report that Senator Dill, chairman of the 
Senate interstate commerce committee, had proposed abolition 
of the Commission and transfer of the duties performed by it 
to the Department of Commerce, the Railway Labor Execu- 
tives’ Association, representing organized railroad labor, went 
on record against such a change. Senator Dill said he had not 
made such a statement. The railroad labor executives in a 
statement said: 


Hoch-Smith Proceeding 
Not Wholly Lethal to 
Cases Joined Therewith 


: We are opposed to any substantial diminishment in the organiza- 
tion or the functions of the Interstate Commerce Commission, so far 
as jurisdiction is exercised over the regulation of steam railroads and 
other means of transportation. 

The Interstate Commerce Commission has functioned for 45 years 
without even a breath of suspicion having been directed against the 
justice of its decisions. 

When the commission was created it was stated on the floor of 
the Senate that the purpose of the Congress was to create a tribunal 
where “wrongs could be righted by the expenditure of a single 2-cent 
postage stamp.”” And that has been accomplished. The last annual 
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report of the commission shows more than 12,500 complaints have 
been so handled, in addition to approximately 2,000 formal proceedings, 

The Interstate Commerce Commission has provided protection to 
shippers and travelers against unjust or unfair charges. It has pro. 
tected the railroads against the demands of big shippers for rebates 
and against unfair competition and rate wars by other carriers, and 
it has protected the railroad employes and the traveling public against 
dangerous practices and the use of unsafe equipment. 

Laws enacted by the last Congress have authorized the commis- 
sion to so change its organization as to permit it to take on additiona] 
work and have placed on it the duty of exercising control over rail- 
road ee and bankruptcy proceedings which will bring about 
tremendous savings in railroad reorganizations. 

No department of the government has functioned more efficiently 
or economically and we believe it should not be disturbed. We urge 
that the functions and personnel of the commission and its staff, 
which have been developed over a period of 45 years to meet vita] 
needs for protection of public service and public safety, should not be 
impaired by ill-considered and hasty efforts to promote economy at 
the expense of all of the interests which are here deeply involved. 

We believe that in justice to the railroads and their employes and 
the public that the jurisdiction of the commission should be ex- 
tended to cover not only railroad but highway and all other forms of 
transportation and that it should be allowed to continue its work in 
the future as in the past as free from political interference and as 
independently as the U. S. Supreme Court. 


Reorganization plans involving the Commission were still 
under consideration by Secretary Roper, of the Department of 
Commerce, Marcly 21, it was stated at the White House on that 
day. 

With the circulation of reports that a plan was under con- 
sideration for putting the work of the Commission in a sub- 
division of the Department of Commerce, it became increasingly 
apparent that should President Roosevelt attempt to effect such 
a change he would meet with substantial opposition. 

Following the protest of organized railway labor against 
burying the Commission in the Department of Commerce, Sena- 
tor Norris, of Nebraska, came out in defense of maintaining the 
independence of the independent establishments created by Con- 
gress. 

In a bulletin sent to members by the National Industrial 
Traffic League, R. C. Fulbright, chairman of the League’s legis- 
lative committee, referred to the reorganization situation. 

“Indications are,” said he, “that it may be decided to place 
all governmental regulatory agencies dealing with transporta- 
tion under one head. It may be recalled that in 1923 the then 
Secretary of Commerce, Herbert Hoover, advanced the idea 
of placing a cabinet officer over the Interstate Commerce Com- 
mission. This was opposed by the League and the matter was 
dropped. 

“Your legislative committee is now giving consideration to 
the reorganization of the Interstate Commerce Commission and 
the Shipping Board and expects to submit a report at a later 
date. It may be advisable for the League to have a spring 
meeting in order to pass upon this and other matters.” 


KENTUCKY SURCHARGE CASE 


The three-judge court in the federal district of western 
Kentucky has filed an opinion in equity, No. 756, Commonwealth 
of Kentucky et al. vs. United States and Interstate Commerce 
Commission, in support of its denial of an injunction forbidding 
the enforcement of the Commission’s order directing carriers 
in Kentucky to impose the surcharges authorized in Ex Parte 
No. 103, Fifteen Per Cent Case, 1931, on intrastate traffic. The 
opinion, a per curiam utterance of Circuit Judge Moorman and 
District Judges Cochran and Dawson, in part says: 


It is said that the order of the Commission is arbitrary because 
it freezes the Kentucky rates and deprives the state commission of 
all authority to change them so long as the order remains in effect, 
whereas under the order applicable in interstate rates the carriers 
are left free to exercise their managerial judgment as to whether 
the surcharges shall be applied. But by the terms of the order the 
intrastate traffic that is affected is only such traffic as corresponds 
with interstate traffic upon which the surcharges are maintained 
under authority from the Commission. Thus it is that the order 
merely removes the disparity between interstate and state rates on 
the same class of traffic. It is true that it “freezes’ the Kentucky 
rates to the extent that it deprives the stae commission of the power 
to reduce them below the general level of the interstate rates for 
th same traffic. This, however, was authorized by the statute, Sec- 
tion 13 (4), which provides that the Commission shall have the power 
to prescribe ‘“‘the rate, fare, or charge, or the maximum or minimum, 
or maximum and minimum, thereafter to be charged, and the classifi- 
cation, regulation, or practice thereafter to be observed, in such man- 
ner as, in its judgment, will remove such advantage, preference, preju- 
dice, or discrimination.’” What the Commission did was to prescribe 
a minimum level in order to remove disparity between the two classes 
of rates, leaving the state authorities free to deal with intrastate 
rates above that level. When supported by facts which it finds, the 
Commission clearly has the right, it seems to us, to enter such an 
order. Nor do we think that the order can be successfully assailed 
upon the ground that it requires shippers in Kentucky to pay higher 
intrastate transportation charges than shippers in certain other states 
where intrastate rates are lower. It may be that intrastate rates in 
Kentucky are generally higher than like rates in some other states. 
That is a matter, however, which we are not free to inquire into. 
The nature of the proceeding here limits our consideration to the 
sufficiency of the findings, and we think they are sufficient to sup- 
port the order. 

It results that the injunction must be denied, and an order to that 
effect will be entered. 
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Decisions of Interstate Commerce Commission 





SOUTHERN CLASS FOURTH SECTION 


ITH minimum rate restrictions of 60 and 75 per cent, the 

Commission, in a decision in fourth section order No. 11200, 
rates from, to and between points in southern territory, has 
given relief to the long lines or routes enabling them to meet 
the competition of the short lines or routes under the rate 
structure created by its decision in Southern Class Rate In- 
vestigation, 100 I. C. C. 513, 109 I. C. C. 300, 113 I. C. C. 200 
and 128 I. C. C. 567, the structure being composed of class rates 
and commodity rates related thereto, so as to preserve in so 
far as possible the groups in the south and neighboring terri- 
tories. Relief was not requested on circuity. Unlimited relief 
was sought to supersede the relief granted in fourth section 
order No. 9700, issued in connection with the decision in the 
southern class rate revision. 

This relief, based on minimum rate limitations, brought 
dissents from Chairman Farrell, Commissioners McManamy and 
Lee. They based their dissents on what they claimed was the 
ignoring of the equidistant part of the fourth section. Com- 
missioner Lee, concurring in the dissent of Commissioner Mc- 
Manamy, said he wished to emphasize his objection to the grant 
of fourth section relief to direct southern routes to meet the 
rates of northern circuitous routes, samples of which, he said, 
were shown in the report of the majority in connection with 
rates from St. Louis to points in North Carolina. The rates to 
which he referred are those maintained by southern lines to 
meet the competition of the northern lines via their routes 
through Virginia gateways. 


The relief granted extends also to water-rail routes between 
Boston and Providence, New York, Philadelphia and Baltimore 
and the south via Norfolk, Richmond and West Point, Va., 
Charleston, S. C., Savannah, Ga., and Jacksonville, Fla., involv- 
ing constructive mileage to represent the haul by water. In- 
dicative of the constructive mileage to be used, it is believed, 
is the statement that the water haul from Baltimore to Savan- 
nah, under the formula presented by the carriers in support of 
their application, is assumed to be equivalent to a rail haul of 
315 miles. As summarized in the head notes of the report, the 
relief granted is as follows: 


Fourth-section relief granted carriers participating in class rates 
between points in southern territory and between points in that terri- 
tory, on the one hand, and points in official territory, on the other, 
constructed on the bases prescribed or approved in Southern Class Rate 
Investigation, 100 I. C. C. 513, 109 I. C. C. 300, 113 I. C. C. 200, and 128 
eo Cc. 567, and commodity rates made on a percentage relation to 
the said rates, to apply over all routes between said points the lowest 
rates applicable over any route between the same points constructed 
on the above bases, subject to the conditions set forth in the report. 

_ .Fourth-section relief granted carriers parties to the applications 
included in this proceeding operating routes wholly or in part through 
southern territory to continue or to establish and maintain class and 
commodity rates between points in official territory and points on the 
border between said territory and southern territory, the same as 
those applicable on like property between the said points over routes 
a. official territory, subject to the conditions set forth in 
e report. 


The conditions upon which the relief is granted follow: 


(1) That it shall not apply to continue or establish: (a) Over 
routes operating through southern territory between points in and on 
the border of official territory and west thereof, class rates less than 
60 per cent of the rates prescribed or approved in the class rate case 
as reasonable maximum rates for application on like property for the 
distances over the said routes between the points involved; or 60 per 
cent of rates constructed on the bases prescribed or approved in said 
proceeding. 

(b) Over routes from, to and between other points involved herein, 
class rates less than 75 per cent of the rates prescribed or approved 
in the class rate case as reasonable maximum rates for application 
on like property for the distances over the said routes between such 
points of 75 per cent of rates constructed on the bases prescribed or 
approved in said proceeding, provided that in applying this limitation 
over routes composed wholly or in part of the short and weak line 
carriers named in Appendix 2 (not herein reproduced) to this report, 
oe —_—— of such short and weak line carriers need not be con- 
idered. 

(c) In applying these limitations, first class rates only are to be 
pen 2 rates on other classes may be made the usual percentages 

ereof. 

_ (2) That it shall not apply to rates made on a percentage rela- 
tionship to the class rates between the same points, unless relief is 
authorized herein with respect to the class rates on which such rates 
are based. 

(3) That it shall not apply to rates not made on a percentage re- 
lationship to the class rates between points in or on the border of 
official and western trunk line territories involved in this proceeding, 
less than 60 per cent of the highest rate applicable on like property 
from, to, or between intermediate points in southern territory. 

(4) That class rates at higher-rated intermediate points within 








the territory included in the class rate revision shall not exceed rates 
constructed on the bases prescribed or approved in that proceeding. 

(5)That where rates made with relation to the class rates between 
the same points are continued or established under the authority 
herein, the rates on like property from, to, or between higher rated 
intermediate points shall not exceed rates constructed on the basis 
of the same percentage relationship to the class rates at such inter- 
mediate points. 

(6) That rates at intermediate points shall in no instance exceed 
the lowest combination of rates subject to the interstate commerce 
act, 

In applying the akove limitations to rates between points between 
which key rates were prescribed, in the class-rate case, reasonable 
maximum rates to be considered shall be rates constructed for dis- 
tances over the routes requiring relief, on the bases prescribed in 
Finding 17, minus the same differences as those existing between the 
said key rates and rates constructed on the above basis over the short 
line routes between the points involved; provided that where group 
rates are involved the average distances from and to the points in 
said groups may be used in constructing rates on the above basis, in- 
stead of actual distances to and from individual points in the said 
groups. 

In other situations where rates are on a group basis average dis- 
tances to and from points in said groups may also be used in con- 
structing reasonable maximum rates on the bases prescribed in the 
class-rate case. 


CATTLE REPARATION 


The Commission, by division 2, in No. 24166, Arizona Pack- 
ing Co. et al. vs. A. T. & S. F. et al., has found unreasonable 
the rates on cattle, calves, sheep and hogs, maintained prior 
to January 25, 1932, over interstate routes from points in Ari- 
zona, New Mexico, Texas, and Colorado to destinations in 
Arizona, and awarded reparation on the basis of scales pub- 
lished in an appendix but not herein reproduced. New rates 
went into effect on the date mentioned. The finding of un- 
reasonableness is to the extent the rates exceeded those shown 
in the scales and was as to all points of origin except Fort 
Worth, Tex. Reparation was awarded. 


Rates on cattle and on hogs, calves, and sheep, in double- 
deck carloads, in effect prior to January 25, 1932, from Fort 
Worth, including a rate of $248.50 a car charged on 11 carloads 
of beef cattle covered by a special docket application filed on 
May 20, 1927, were found unreasonable to the extent that they 
exceeded 73 cents. 

Rates on hogs and calves, in single-deck carloads, from 
Fort Worth, in effect prior to January 25, 1932, were found 
unreasonable to the extent that they exceeded 83 cents. 


Assailed rates on sheep, in single-deck carloads, from Fort 
Worth in effect prior to January 25, 1932, were found unrea- 
sonable to the extent that they exceeded 91 cents. 

It was further found that as to shipments in standard cars 
36 feet 7 inches in length the rates herein found reasonable 
should be applied in connection with the following carload 
minima: 23,000 pounds on hogs, in double-deck carloads, and 
17,000 pounds on hogs, in single-deck carloads; 23,000 pounds on 
calves, in double-deck carloads, and 16,000 pounds on calves, 
in single-deck carloads; 22,000 pounds on cattle; 20,000 pounds 
on sheep, in double-deck carloads, and 12,000 pounds on sheep, 
in single-deck carloads. 

A further finding was that as to shipments in cars other 
than standard cars 36 feet 7 inches long, the minima in con- 
nection with the rates herein found reasonable should be de- 
termined in accordance with the following formula: Add for 
each foot or fraction thereof by which the length of the car 
exceeds 36 feet 7 inches or substract for each foot or fraction 
thereof by which the length of the car is less than 36 feet 7 
inches, 325 pounds when the minimum herein found reason- 
able for a standard car is 12,000 pounds; 435 pounds when such 
minimum is 16,000 pounds; 465 pounds when such minimum is 
17,000 pounds; 525 pounds when such minimum is 20,000 
pounds; 600 pounds when such minimum is 22,000 pounds, and 
625 pounds when such minimum is 23,000 pounds. 

The report requires the figuring of distances for the appli- 
cation of the scale rates to be made over the “shortest work- 
able routes” in existence at the time of the movements of the 
shipments. 

A, further provision is that in the determination of reason- 
able rates over two or more lines from and to points between 
which the distances over the shortest workable routes are 500 
miles or less 4 cents shall be added to the rates under the 
scales. Carriers under a common control ownership or man- 
agement are to be treated as a single line. Rates so obtained 
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for 500 miles shall be used as minima, says the report, for 
greater distances. Typical rates for reparation purposes follow: 


Rates on cattle, hogs, calves and sheep, in double-deck cars, ac- 
cording to the scale will be 20 cents for 50 miles; 26 cents for 100 
miles; 34 cents for the block between 190 and 205 miles; 41 cents for 
300 miles; 54 cents for 500 miles; 66 cents for 800 miles; 77.5 cents for 
1,100 miles; 91.5 cents for 1,500 miles: and 98.5 cents for 1,700 miles. 

Rates on hogs and calves, in single-deck tars, will be 23 cents for 
50 miles; 30 cents for 100 miles; 39 cents for the block between 190 
and 205 miles; 47 cents for 300 miles; 62 cents for 500 miles; 76 
cents for 800 miles; 89 cents for 1,100 miles; 105 cents for 1,500 miles; 
and 113.5 cents for 1,700 miles. 

Rates on sheep, in single-deck cars, will be 29.5 cents for 50 miles; 
35 cents for 100 miles; 43 cents for the block between 190 and 205 
miles; 51.5 cents for 300 miles; 67.5 cent for 500 miles; 82.5 cents for 
800 miles; 97 cents for 1,100 miles; 114.5 cents for 1,500 miles; and 125 
cents for 1,700 miles. 


EGG AND POULTRY REVISION 


The Commission, by division 4, in No. 16750, National Poul- 
try, Butter & Egg Association et al. vs. A. & R. et al., and the 
cases joined with it, has found that rates of 60 per cent of first 
class on butter, eggs and dressed poultry, and 65 per cent of 
first class on live poultry, between points in western trunk line 
territory, and from that territory to points in official territory, 
and 65 per cent of first class on butter, eggs and dressed poul- 
try, and 70 per cent on live poultry between points in official 
territory, would be reasonable maxima. It has also found un- 
reasonable the rates on like traffic from parts of Wyoming and 
Missouri and prescribed new ones for the future. Rates assailed 
were found not unreasonable in the past and reparation was 
denied. 

New rates, where made necessary by the prescription of 
the maximum limits, are to be established not later than June 9. 

The cases joined with the title case and embraced in this 
report are: No. 24021, Cultra Co. vs. A. T. & S. F. et al.; No. 
24021 (Sub-No. 1), Ralph Hurst & Co. et al. vs. Same; No. 24130, 
Salina Chamber of Commerce et al. vs. Same; No. 24246, To- 
peka Chamber of Commerce et al. vs. Same; No. 24253 (Sub- 
No. 2), Armour and Company vs. C. & Y. et al.; No. 24255, 
Farmers’ Produce Co. vs. A. T. & S. F. et al.; No. 24560, Metz 
Packing Co. et al. vs. Same; and No. 25034, Iowa State Brand 
Creameries, Inc., et al. vs. B. & O. et al. 

The title complaint was filed February 11, 1925, and the 
cases joined with it at about the same time. It assailed as 
unreasonable the rates on dressed poultry, butter, eggs in the 
shell and frozen eggs, called dairy products, in straight or mixed 
carloads, and on live poultry, in carloads, between Colorado, 
Iowa, Kansas, Minnesota, Missouri, Nebraska, the Dakotas, Wis- 
consin, and Wyoming, substantially being western trunk line 
territory, and from western trunk line territory to official ter- 
ritory and within official territory. 

Commissioner Mahaffie who wrote the report in these cases 
said that after the service of a proposed report in the title 
complaint and upon complainant’s petition a further hearing 
was concluded in December, 1931, to show the changed con- 
ditions since the first hearing, and a supplemental proposed 
report thereafter was issued by the examiner. The cases joined 
with the title complaint, Mr. Mahaffie said, assailed the rates 
from and to the points included within the territorial scope 
of the title complaint and sought reparation. They were sub- 
mitted upon the record made in No. 16750 in so far as rates 
for the future were concerned. The reparation feature was 
separately considered and disposed of. 

Dairy products, in carloads, are rated third class, minimum 
20,000 pounds, in official and western classifications. Live 
poultry, also in carloads, is rated third class, minimum 18,000 
pounds, in official classification. In Western classification it is 
rated second class, minimum 18,000 pounds. At the time of 
the original hearings third class, minimum 20,000 pounds, ap- 
plied under exceptions to -that classification. 

On December 3, 1931, new class rates were established in 
accordance with the Commission’s decisions in the western 
trunk line and eastern class rate cases. Complainants asked 
for ratings somewhat less than third class while the carriers 
contended that the rates should be third class. The percentages 
of first class prescribed by the Commission do not, it is believed, 
require very material changes in the rates in large areas of 
the territories involved. Commissioner Mahaffie said that 
studies disclosed that prescription of 60 per cent in central 
territory on butter, eggs, and dressed poultry would reduce 
the rates and revenues, on dairy products, and from central to 
trunk line and New England territories, by $63,746.97. The 65 
per cent basis on live poultry, he said, would have increased 
the revenue within central territory and from central terri- 
tory to trunk line territory, and would have reduced that from 
central territory to New England territory, resulting in a net 
increase amounting to $957.90. In disposing of the cases the 
Commission said: 


We are of the opinion that within w. t. 1. territory, and from 
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points in that territory to points in official territory, 60 per cent of 
first class on dairy products, and 65 per cent on live poultry repr. 
sent maximum reasonable rates. Considering that the class rate leyg 
in official territory is relatively lower than in the other territories 
we are of the view that reasonable rates on these commoities withj, 
official territory may be higher percentages of the first class rates 
than in the other territories, and that 65 per cent of first class op 
dairy products and 70 per cent on live poultry would represent mayj. 
mum reasonable rates within official territory. 

We find that the present rates are not, unreasonable, except that 
the rates on the commodities under consideration (a) from points jp 
Wyoming west of Zone III and Sub-Zone III, and (b) from points jp 
Missouri south of Zone I, are, and for the future will be, unreasonable 
to the extent that to a given destination from such Wyoming ang 
Missouri points, respectively, they reflect percentages of constructive 
first-class rates, determined as hereinafter indicated, higher than the 
percentages which the rates on these commodities (a) from Casper, 
Wyo., and (b) from Jefferson City, Mo., bear to the contemporaneous 
corresponding first-class rates from Casper and Jefferson City, respec. 
tively. The constructive first-class rates specified above are to be 
determined upon the w. t. 1. formula, after treating the areas (a) ip 
Wyoming west of Zone III and Sub-Zone III as taking 120 per cent of 
the scale for Zone III; and (b) in Missouri south of Zone I as taking 
the scales for Zones II and III, respectively, in the manner provided 
for in Interstate Rates in Missouri, 181 I. C. C. 259 


Commissioner Eastman, concurring, said that the conclu. 
sions reached by the majority were sufficiently in accord with 
the precedents of the Commission so that he could accept them, 
It was, however, a fact, he said, that the maximum rates pre 
scribed were relatively higher than the Commission had pre. 
scribed on a number of other perishable commodities with no 
more favorable transportation characteristics. That, he added, 
was a discrepancy which it was a little difficult to explain, but 
no doubt it was due in part to the influence of custom and of 
rates voluntarily established by the carriers. As a practical 
matter, he said, he believed it would be very difficult for the 
carriers to maintain that maximum level on account of truck 
competition. That, he pointed out, had impelled the publication 
of many lower rates, not only for the shorter hauls but even 
for hauls of considerable distance. 


COMMISSION REPORTS 


Pencil Slats 


No. 25194, Gulf Red Cedar Co. of California, Inc., vs. I. C. 
et al. By- division 3. Dismissed. Rate, carload, pencil slats, 
Lebanon, Tenn., to Stockton, Calif., inapplicable. Rate charged 
was $1.61. Applicable rate found to have been $1.93 and not 
unreasonable. Commissioner Lee, dissenting, said that in his 
judgment the applicable charge was unreasonable to the extent 
it exceeded the amount collected on the basis of a rate of $1.53. 


Crude Sand 
No. 24936, O. A. Smith Agency, Inc., vs. I. C. et al. By divi- 
sion 3. Rates, crude sand with 2 to 3 per cent of natural 
bituminous content, from Big Clifty, Ky., to Ironton, O., and 
Milwaukee, Wis., unreasonable to the extent they exceeded $2.10 
a net ton to Ironton and $2.45 to Milwaukee. Commissioner 
Aitchison, dissenting on the award of reparation, said he could 
go with a finding that the rates were unreasonable to the extent 
they exceeded $2.60 and $3.30 a net ton to Ironton and Milwaukee, 
respectively. 
Fuller’s Earth 
No. 24800, Gulf Refining Co. vs. B. S. L. & W. et al. By 
division 2. Rate, fuller’s earth, Quincy, Midway and Jamieson, 
Fla., and Attapulgas, Ga., to Port Arthur and West Port Arthur, 
Tex., unreasonable prior to Oct. 1, 1932, when a rate of $7.20 a 
net ton was established, to the extent it exceeded $7.40, minimum, 
60,000 pounds, prior to Jan. 4, 1932; and to the extent it ex- 
ceeded the same rate plus the authorized emergency charge on 
and after the latter date. Commissioner Lee noted a dissent. 


Chip Board 
No. 24845, Eggerss-O’Flyng Co. vs. C. M. St. P. & P. et al. 
By division 3. Dismissed. Rates, chip board, Minnesota Trans- 
fer, Minn., to Omaha, Neb., not unreasonable. 
Oil Well Supplies 


No. 24760, Haynes Drilling Co. vs. T. & P. et al., and a 
sub-number, Shreveport Chamber of Commerce et al. vs. A. T. 


& S. F. et al. By division 3. Dismissed. Rates, oil-well sup 
plies, between points in the southwest, not unreasonable. 
Creosote Oil 


No. 24515, William E. Jordan & Brother vs. C. R. R. of N. J. 
et al. By division 4. Rates, creosote oil, in tank cars, from 
and to points in official territory, unreasonable to the extent 
they exceeded or may exceed 25 per cent of the first class 
rates for corresponding distances prescribed in the eastern class 
rate investigation. The report said that in arriving at rates 
on the basis indicated distances should be computed over the 
shortest routes over which carload traffic could be moved with- 
out transfer of lading. It said that to the rates prescribed the 
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emergency charges might be added. The traffic involved was 
from Newark, Bayway, Garwood, and Matawan, N. J.; Bridge- 
port, Conn.; Bethlehem, Tacony, and Philadelphia, Pa., Louis- 
ville, Ky.; Fairmont, W. Va.; New Bedford, Mass.; and New 
York and Troy, N. Y., to Newark, Bayway, Garwood, Matawan, 
and Camden, N. J.; Cleveland, Ohio, Long Island City and New 
york, N. Y.; Philadelphia, Tacony, and Bethlehem; Baltimore, 
Md.; St. Louis, Mo.; Holbrook and Chelsea, Mass.; Fairmont; 
Chicago, Ill.; Louisville, and Bridgeport. No finding was made 
in respect of allegations relating to rates on coal-tar oil because 
as the report said, of failure of complainants to specifically 
describe the commodity shipped. New rates, effective not later 
than June 16, prescribed and reparation awarded. 


Coal Reparation 


No. 19468, J. S. Bash & Sons, Inc., et al. vs. Central Indi- 
ana et al., and No. 19826, A. D. Sizer vs. C. M. & St. P. et al. 
By division 3. Upon further hearing, amounts of reparation 
due under findings of unreasonableness in 153 I. C. C. 319 and 
168 I. C. C. 559 determined. Awards of reparation were made 
as follows: J. S. Bash & Sons, Inc., $5,279.66; Valley Grain Co., 
$98.23; A. D. Sizer (A. D. Sizer, Inc., his successor in interest), 
$6,967.11; E. V. Buckler Coal Co., $1,258.89; B. C. Beach & Co., 
$45.24; Twin City Coal Yards, $487.59; and Illinois Coal Co., 
$227.34. Commissioner Lee, concurring, said he concurred only 
to the extent of holding that under the previous decisions in 
this case, awards should be made in the amounts herein men- 
tioned. 

Switching Charges 

I. and S. No. 3800, switching at East San Pedro, Calif. By 
division 3. Proposed increased intra-zone carload switching 
charge between wharves within the switching limits of East 
San Pedro, Calif., and tracks of the Crescent Wharf & Ware- 
house Company, found justified. Order of suspension vacated 
and proceeding discontinued. The charges found justified were 
discussed in connection with unification of terminals in that 
territory in Unified Operations at Los Angeles Harbor, 150 
I. C. C. 649. 

Terminal Switching Allowance 

I. and S. No. 3766, terminal allowance for switching at 
Humboldt, Kan. By division 3. Schedules proposing an allow- 
ance of $2 a car to the Monarch Cement Co. for terminal 
switching by that company of line-haul traffic to and from its 
plant at Humboldt, Kan., found not justified. Suspended sched- 
ules ordered canceled and proceeding discontinued, but without 
prejudice to any finding that may be made in Ex Parte 104, 
practices of carriers affecting operating revenues or expenses, 
part 2, terminal services. 

Paper 


No. 25387, John Wilding Paper Co. vs. C. & N. W. et al. 
By division 2. Dismissed. Rate, printing and wrapping paper, 
Peshtigo, Wis., to Fort Wayne, Ind., not unreasonable or un- 
duly prejudicial. 
Calcium Chloride 


No. 25489, Solvay Process Co. vs. D. L. & W. et al. By 
division 4. Rate charged, carload, calcium.chloride, Solvay, 
N. Y., to Salem, Va., unreasonable to the extent it exceeded 
37.5 cents but not unduly prejudicial. Reparation of $85.99 
awarded. 

Building Material 


No, 25211, Enochs Lumber & Manufacturing Co. vs. A. G. S. 
et al. By division 3. Dismissed. Rates, building material, car- 
loads, Jackson, Miss., to Baltimore, Md., Syracuse, N. Y., 
Waynesburg and Tyrone, Pa., and Richmond, Va., not shown to 
have been unreasonable or unduly prejudicial. 


Mine Track Construction 


No. 24565, Clover Splint Coal Co., Inc., vs. L. & N. By 
division 4. Dismissed. Defendant’s refusal to build, or there- 
after to maintain at its own expense, complainant’s track from 
its mine at Closplint, Ky., to defendant’s connecting rails at 
Louellen, Ky., not shown to have resulted or to result in viola- 
tion of the first three sections of the interstate commerce act. 


Canned Goods Fourth Section 


Fourth Section Application No. 14833, canned goods from 
Wisconsin. By division 2. Authority granted to C. M. St. P. & 
P. in fourth section order No. 11196, to establish and maintain 
a rate of 29 cents, canned goods, carloads, from Appleton, 
Green Bay, and Oconto, Wis., to St. Paul, Minneapolis, Minne- 
sota Transfer and Duluth, Minn., and Superior, Wis., subject to 
the lowest combination limitation and to the further limitation 
that the relief shall not include intermediate points as to which 
the haul of the petitioning line or route is not longer than that 
of the direct line or route between the competitive points and 
shall not apply where the distance over the applicant’s route 
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exceeds the distance over the direct line or route by more than 
50 per cent. 
Mortar Fourth Section 


Fourth Section Application No. 14882, building mortar from 
West Virginia points. By division 2. Authority granted in 
fourth section order No. 11197, to establish and maintain rates 
on dry building mortar from Martinsburg, Engle, and Millville, 
W. Va., to points in the south without observing the long-and- 
short haul part of section 4 subject to the usual circuity lim- 
itations. 

Scrap Iron Fourth Section 


Fourth Section Application No. 14866, scrap iron and steel 
to Lynchburg, Va. By division 2. Carriers authorized in fourth 
section order No. 11198, to establish and maintain rates, scrap 
iron and scrap steel, points in southern territory to Lynchburg, 
Va., without observing the long-and-short haul part of section 4 
subject to the usual circuity limitations. 


Automatic Train Control 


No. 13413, in the matter of automatic train control devices, 
Delaware, Lackawanna & Western Railroad. By division 6. On 
further consideration, on petition of the carrier mentioned, or- 
ders of June 13, 1922, and January 14, 1924, as amended, modi- 
fied, so as to permit the petitioner to operate locomotives 
equipped with automatic cab signals in lieu of automatic train 
control devices upon its line between East Buffalo, N. Y., and 
Scranton, Pa. Based on maintenance costs for 1932, substitu- 
tion of cab-signals for the automatic train-control devices, as 
proposed by the Lackawanna, would result in an estimated an- 
nual saving of $24,384, by the elimination of a considerable 
number of train stops attributable to undesired applications of 
the brakes which interfered with normal train movement and 
added materially to the cost of operation. 


Cabbage 


No. 24894, A. M. Tourtellot vs. N. Y. N. H. & H. et al., 
opinion No. 18392, 191 I. C. C. 81-3. By division 3. Dismissed. 
Rates, cabbage, Charleston, Meggetts, McGibson and Yonges 
Island, S. C., to Providence, R| I., not unreasonable. 


Louisville Switching Limits 


I. and S. No. 3583, terminal regulations at Louisville, Ky. 
By the Commission. On reconsideration decision of division 5 
in 179 I. C. C. 379, pertaining to the switching limits of the Louis- 
ville & Nashville at Louisville, Ky., reversed. New finding is 
that the proposed change in the boundary of a part of the switch- 
ing limits of the carrier mentioned at Louisville, Ky., so as to 
exclude the filtration plant of the Louisville Water Co. has been 
justified. The outstanding order requiring the cancellation of 
schedules proposing definitely to define the limits so as to ex- 
clude the water plant from the switching district has been 
vacated and set aside. Chairman Farrell and Commissioner 
Porter dissented for the reasons stated in the former report of 
division 5. 

Fruits 


No. 22562, Chamber of Commerce of Grand Junction, Colo., 
Inc., et al. vs. A. & R. et al. By the Commission. Upon fur- 
ther consideration findings and order in previous report, 190 
I, C. C. 233, with respect to rates from the western-slope district 
of Colorado on apples, peaches, and pears, to points in South 
Dakota on the branch lines of the M. St. P. & S. Ste. M. modi- 
fied so that that carrier may be permitted to establish rates of 
$1.25 on apples and $1.63 on peaches and pears which are the 
same as to points in North Dakota. Under the earlier finding 
such as herein modified rates of $1.13 on apples and $1.50 on 
peaches and pears were found reasonable. 


Fourth Section Guano 


Fourth section application No. 14940, import guano from 
Gulf ports. By division 2. Carriers parties to Boyd’s I. C. C. 
No.A-2100, authorized in second supplemental fourth section or- 
der No. 10428 to establish rates, imported guano, Gulf ports to 
points in central and western trunk line territories without re- 
gard to the long and short haul part of section 4, minimum 
40,000 pounds, the same as those contemporaneously applicable 
on fertilizer materials as described in group 2, item No. 5 of 
Boyd’s I. C. C. No. A-2100. Commissioner Tate noted a con- 
currence, 

Banana Fourth Section 


Fourth section application No. 14870, bananas and cocoa- 
nuts from Rio Grande crossings. By division 2. Carriers au- 
thorized in fourth section order No. 11205 to establish and main- 
tain rates, imported bananas and cocoanuts, Mexican border 
crossings to Kansas and Oklahoma without observing the long 
and short haul provision of section 4, constructed on the basis 
of 45 per cent of the lowest first class rate prescribed or ap- 
proved in Consolidated Southwestern Cases, 123 I. C. C. 203, 
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subject to the usual intermediate point and lowest combination 
restriction. 


Sand and Gravel Fourth Section 


Fourth section application No. 14843, sand and gravel from 
Mason City, Ia. By division 2. C. M. St. P. & P. authorized in 
fourth section order No. 11204 to establish and maintain a rate 
of 75 cents a net ton on sand and gravel, from Mason City, Ia., 
to Albert Lea, Minn., and to maintain higher rates from, to, and 
between intermediate points; provided, that rates from, to, and 
between higher rated intermediate points shall not exceed rates 
constructed on the basis of the distance scale shown in item 
1625-C of Boyd’s I. C. C. No. A-2231 and subject to other usual 
restrictions. 

Steel Safes, Etc. 

No. 24679, Baldwin & Burke Safe Co. et al. vs. A. T. & S. 
F. et al. By division 3. Rates, iron or steel safes and safe or 
vault parts, carloads, LaFayette, Ind., Hamilton, Hillsboro, and 
Cleveland, O., and York, Pa., to Los Angeles, San Diego, Bakers- 
field, and San Francisco, Calif., not unreasonable, except on 
heavy shipments for the future. Finding was that charges re- 
sulting from existing rates and the minimum of 24,000 pounds 
for the future would be unreasonable to the extent they might 
exceed the charges which would result from rates, minimum 
60,000 pounds, made alternatively applicable therewith, as fol- 
lows: $1.23 from LaFayette and Hamilton, $1.30 from Hillsboro 
and Cleveland, and $1.45 from York, to which the emergency 
charges may be added. New rates to be made effective not 
later than June 16. Commissioner Lee, concurring in part, said 
he was of the opinion that the rates assailed as applied to two 
shipments which yielded car charges of $1,628.46 and $2,901.58 
were unreasonable. 


UNION (PACIFIC UNIFICATION 


In Finance No. 9422, Union Pacific Railroad Co. unification, 
the Commission has denied the petition of the Union Pacific 
for reargument before the Commission on the question of the 
condition imposed by the Commission in this case that the 
Union Pacific should obligate itself to acquire the lines of the 
Laramie, North Fork & Western and the Pacific & Idaho North- 
ern if the Commission should find that such acquisition would 
be in the public interest. (See Traffic World, Feb. 4, p. 213.) 
The Union Pacific wished to be released from that condition. 


ABANDONMENT IN INDIANA 


The Pittsburgh, Cincinnati, Chicago & St. Louis Railroad 
Co. has been authorized by the Commission, division 4, to 
abandon, and the Pennsylvania Railroad Co., lessee, to abandon 
operation, of the so-called Muncie branch extending from Con- 
verse to Matthews, Ind., 26 miles, in Miami and Grant counties 
in Finance No. 9311, Pennsylvania Railroad Co. et al. abandon- 
ment. Operators of grain elevators served by the line objected 
to abandonment. 


NARROW-GAUGE ABANDONMENT 


The Commission, by division 4, in Finance No. 9369, Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co. abandonment, 
has authorized the carrier to abandon a narrow-gauge branch 
line in Jackson and Dubuque counties, Ia., Bellevue to Cas- 
cade, Ia., 35.7 miles. Abandonment was opposed by the Board 
of Railroad Commissioners of Iowa, communities along the 
line and shipping and business organizations. 


LOANS TO RAILROADS 


In Finance No. 9892, the Southern Pacific Co. has applied 
for a loan of $22,000,000 for three years from the R. F. C. to 
pay maturing bonds and equipment trust certificates and in- 
terest on such obligations and to meet other corporate require- 
ments. 

In Finance No. 9836, by amendment to the application, the 
receivers of the Chicago, North Shore & Milwaukee Railroad 
Co. have asked for’ a loan of $768,000, instead of $600,000, from 
the R. F. C. 


FINANCE APPLICATIONS 


Finance No. 9890. Chester Railroad Co., Morris & Essex Railroad 
Co. and Delaware, Lackawanna & Western Railroad Co. ask authority 
to abandon portions of Chester Railroad Co. from a point 1,900 feet 
south of station at Succasunna, N. J., to and including the southern 
terminus of the line at Chester, N. J., 6.3 miles. 

Finance No. 9891. Joint petition of Tri-State Consolidated Tele- 
phone Co. and Northwestern Bell Telephone Co. authorizing latter to 
acquire property of former in Minnesota and other states. 

Finance No. 9630, Supplemental application of Gulf, Mobile & 
Northern Railroad Co. for authority to pledge $684,000 of first 
mortgage, series C, 5 per cent gold bonds, to the Railroad Credit 
Corporation as security for a loan of $260,000. 

Finance No. 9893, Missouri-Kansas-Texas Railroad Co. of Texas 
asks approval of agreement extending, modifying, and supplementing 
operating agreement under which applicant uses line of Galveston, 
Houston & Henderson Railroad Co. 

Finance No. 9894, International-Great Northern Railroad Co. asks 
same authority as asked in Finance No. 9893 
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Finance No. 9896. Central Pacific Railway Co. and Southern Pa. 
cific Co., lessee, ask authority to abandon the portion of the Ming 
branch, Tonopah Junction, Nev., to Tom, Calif., 76 miles, and the 
Mound House branch, Churchill to Mound House, Nev., 26 miles. The 
traffic is not sufficient to pay the cost of maintenance and operation, 
according to the application. 

Finance No, 9897. New York, New Haven & Hartford Railroag 
Co. asks authority to acquire control of the South Manchester Rail- 
road Co. by purchase of stock and to operate the lines of the South 
Manchester Railroad Co. The mileage operated by the South Map. 
chester totals 3.15 miles and the termini are Manchester and South 
Manchester, Conn. Applicant proposes to purchase 400 shares of 
capital stock of the Manchester, comprising the latter’s entire issue 
of capital stock, the consideration being $1 and the cancelation by 
the applicant of outstanding claims against the carrier. 

Finance No. 9898. Chicago, Indianapolis & Louisville Railway (Co, 
asks authority to issue $233,000 in promissory notes and to extend 
or renew them from time to time, to obtain funds to pay fixed inter- 
est obligations from the Railroad Credit Corporation. 


UNCONTESTED FINANCE CASE 


Report and certificate in F. D. No. 9769, permitting the Natchez, 
Columbia & Mobile Railroad Co. to abandon, as to interstate and 
foreign commerce, its entire railroad, and the abandonment by it of 
operation, under trackage rights, over the railroad of the Denkmann 
Lumber Co., all in Lincoln and Lawrence counties, Miss., approved. 

Seventh supplemental report and ninth supplemental order in F, 
D. No. 7349, authorizing the Genesee & Wyoming Railroad Company 
(1) to issue a promissory note for $270,000 and, from time to time, 
other notes in renewal of any unpaid balance thereof and of such re- 
newal notes; and (2) to pledge and repledge, as collateral security for 
said notes, all or any part of $400,000 of 5 per cent first-mortgage 
gold bonds, approved. 


WESTERN CLASS RATES 


The final hearing in the reopened Western Trunk Line class 
rate case, docket 17000, part 2, began at Chicago, before Ex- 
aminers Koebel and Bardwell, March 22. The expectation was 
that it would be concluded some time the week of April 3. 
The first two days of the hearing a dozen or more witnesses 
were on the stand representing interests in Central Freight 
Association Territory, the Iowa Commission, and others. Be- 
fore the carriers begin their rebuttal, there remain to be heard 
witnesses for the Wisconsin, Kansas, and Nebraska commis- 
sions, Chicago Association of Commerce, Louisville, and a 
miscellany of other interests. 

The original hearing in the reopened case began at Chicago 
December 7 and that was followed by hearings at New York, 
January 24; Minneapolis, February 13; Bismark, February 20; 
Minneapolis, February 24; Sioux Falls, March 1, and Kansas 
City, March 6. 

The carrier proposal to reestablish the rate-break principle 
at the territorial border between Western Trunk Line Terri- 
tory and the east was the subject of a concerted attack by 
C. F. A. witnesses. They included Clair B. Tefft, transportation 
Commissioner, Toledo Chamber of Commerce; A. H. Brown, 
Cleveland Chamber of Commerce; A. H. Eldridge, Youngstown 
Chamber of Commerce; S. Herndon, Cincinnati Chamber of 
Commerce; J. H. Wilham, Painesville, O., and R. B. Coapstick, 
Indiana State Chamber of Commerce. They uniformly favored 
the overhead basis of rates put in in response to the Commis- 
sion’s order in the case, contending that granting of the car- 
rier proposal would disrupt market relationships found to be 
proper under a number of cases that preceded the general 
class rate case. 

The Iowa witnesses were C. B. Ellis, statistician, Iowa 
Commission, and W. F. Parson, rate expert for the state com- 
mission. In general, their testimony was for the purpose of 
showing the effect of the carriers’ proposal, if allowed, on the 
rates from Iowa to the east. It was shown that large increases 
would result. Included in Mr. Ellis’ testimony was a compu- 
tation as to taxes received by the state from motor vehicles. 
He showed that “special taxes’ paid by the motor vehicles 
totaled in the neighborhood of 23 million dollars a year, as 
against 7 million paid by the railroads. The automobile was not 
only paying for the roads in Iowa but was paying for the up- 
keep, he said. 

Fred Keiser, traffic director, Duluth Chamber of Commerce, 
gave additional testimony bearing on the water competitive 
feature at Duluth. The situation there was unlike that at any 
other point in Western Trunk Line territory, he said. 

Others who appeared the first two days were as follows: 
George Talley, Swift and Company; J. E. Marks, Kentucky com- 
mission; H. A. Hollopeter, Terre Haute Chamber of Commerce; 
P. L. Wigton, traffic commissioner, Sioux City Chamber of 
Commerce; D. L. Kelly, South Dakota commission. 


SOUTHEAST ADVISORY BOARD 
The date of the thirty-ninth regular meeting of the South- 
east Shippers’ Advisory Board, postponed from March 23, has 
not been set. It will be held in Winston-Salem, N. C., some 
time in June, according to the announcement, a definite date to 
be announced later. 
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HOCH-SMITH SALT 


Examiner Hoy, in No. 17000, part 13, Hoch-Smith salt, has 
recommended that the Commission prescribe new rates on salt 
throughout the United States, based on percentages of first class 
rates, examples of which are here given. 

In Official Territory he recommends 17.5 per cent on bulk 
galt and 25 per cent on package salt and mixed carloads of 
such salts; between points in Southern Territory and from 
points in Official to Southern Territory he recommends 16 per 
cent on bulk and 22.5 per cent on package salt and mixed car- 
loads, except that, from points in New York, such rates will 
be 16 and 22.5 per cent, respectively, of, constructive first class 
rates; from points in Southwestern and Western Trunk Line 
territories to points in Southern Territory, the recommendation 
is 16 per cent of the K-2 scale, plus a differential of 1 cent on 
bulk salt, and 22.5 per cent, plus a differential of 1 cent on 
package salt and mixed carload; between points in South- 
western Territory and from points in Kansas and Central 
Freight Association and Illinois territories to points in South- 
western Territory, the proposal is for 16 per cent on bulk and 
22.5 per cent on package and mixed carloads; between points 
in Western Trunk Line Territory and from points in Central 
Freight Association, Illinois, and Southwestern territories to 
points in Western Trunk Line Territory, the basis is 17.5 per 
cent and 22.5 per cent, with exceptions. 

The minimum proposed is eighty thousand pounds on bulk 
and forty-five thousand on package and mixed carloads. 

After the proposed report was given to the public, Exam- 
iner Hoy said there was a typographical error in the basis pro- 
posed between points in Western Trunk Line Territory and 
Central Freight Association, Illinois, and Southwestern terri- 
tories. He said the basis on package salt and mixed carloads 
recommended by him was 25 per cent and not 22.5 per cent, 
as shown in the report. 


PROPOSED REPORTS 


Gravel 


No. 25278, Harrison Engineering and Construction Corpora- 
tion (of Delaware) vs. C. B. & Q. By Examiner J. P. McGrath. 
Dismissal proposed. Rates, gravel, shipped in 1930, points in 
eastern Nebraska to destinations in western Iowa, not unrea- 
sonable. 

Fruits in Baskets 


No. 24924, Carpenter-Hiatt Sales Co. et al. vs. A. T. & S. F. 
et al. By Examiner Burton Fuller. Examiner proposed that the 
Commission shall find that unreasonable rates and undue preju- 
dice result from provisions of defendants’ tariffs which penalize 
carload shipments of fresh fruits and vegetables, in basket 
containers, from origins in California, Nevada, Oregon and 
Washington and which failed to accord to such commodities 
when shipped in baskets the same transportation charge as is 
applied on like articles when shipped in boxes and crates. The 
examiner said the Commission should find that sggh provi- 
sions resulted in undue preference to the shippers who used 
boxes or crates. The examiner said no order should be en- 
tered but that the railroads should file schedules within a 
reasonable time after the service of the final report in this 
case removing the penalty against the basket and setting 
reasonable provisions for the construction of baskets, boxes and 
crates and the packing and loading of shipments in each of 
these containers arrived at after cooperation with representa- 
tives of the associations of growers and shippers and container 
manufacturers, as well as with the complainants. 


Linoleum 


No. 24668, S. A. Maxwell & Co., Inc., et al. vs. Alton et al. 
By Examiner Horace W. Johnson. Dismissal proposed. Rates, 
linoleum, in straight carloads, and in mixed carloads, with lino- 
leum cement, Philadelphia, Pa., Trenton, N. J., and points re- 
lated thereto, to Kansas City, Mo., via all-rail, ocean-and-rail, 
and rail-ocean-and rail, not unreasonable or otherwise unlawful. 


Fresh Peaches 


No. 25592, Caruso, Rinella, Battaglia Co., Inc., vs. C. N. O. & 
T. P. et al. By Examiner T. Naftalin. Rate, fresh peaches, Har- 
riman, Tenn., to Schenectady, N. Y., unreasonable to the extent 
it exceeded $1.14. Reparation of $110 proposed. 


Limestone and Dolomite 


No. 25481, Olds & Whipple, Inc., vs. N. Y. N. H. & H. By 
Examiner Leland F. James. Rate, agricultural limestone and 
dolomite, West Stockbridge and Ashley Falls, Mass., to East 
Hartford, Conn., applicable in some instances and inapplicable 
in others. Rate on shipments from Ashley Falls proposed to be 
found inapplicable. Proposed to be found that the applicable 
rate was and is $1.30 a net ton. Reparation proposed. 


Lumber, Etc. 
No. 25504, Richardson Lumber Co., Inc., vs. L. & N. et al. 
By Examiner Carl A. Schlager. Dismissal proposed. Rates, lum- 
ber and its manufactured products, Florence, Sheffield, Tus- 
cumbia, and Russellville, Ala., to Columbia and Otey, Tenn., not 
unreasonable or otherwise unlawful. 


Lump Coal 


No. 24930, Northwestern Retail Coal Dealers’ Association vs. 
C. M. St. P. & P. By Examiner C. Garofalo, Rates, lump coal, 
Roundup, Musselshell, and Geneva, Mont., to destinations in 
North and South Dakota, west of Mobridge, S. D., proposed to 
be found unreasonable to the extent they exceeded or may 
exceed rates on the basis of 110 per cent of the maximum scale 
prescribed in Holmes & Hallowell Co. vs. G. N., 60 I. C. C. 687 
and 69 I. C. C. 11. New rates and reparation proposed. 


Cedar Fence Posts 


No. 25662, Murray K. Bissell vs. M. St. P. & S. Ste. M. et al. 
By Examiner John Davey. Rate, cedar fence posts, Spur 402, 
Mich., to Onida, S. D., not unreasonable. Shipment misrouted by 
the Soo line. Proposed to be found that the applicable rate over 
the route the shipment should have moved was 45 cents. Rep- 
aration of $17.68 proposed. 


Malt Syrup 


No. 25652, F. W. and F. G. Staudt vs. S. A. L. et al. By 
Examiner Carl A. Schlager. Rate, less-than-carload shipments, 
malt syrup, in bulk, in barrels, Newark, N. J., to Raleigh, N. C., 
inapplicable. Applicable rate, 62.5 cents. Reparation of $8.53 
proposed. 

Liquid Chlorine 


No. 25543, Metal & Thermit Corporation vs. C. R. R. of 
N. J. et al. By Examiner L. B. Dunn. Rate, liquid chlorine, in 
tank cars, Wyandotte, Mich., to Carteret, N. J., applicable but 
unreasonable to the extent it exceeded 55 cents. Reparation 
proposed. 


HOCH-SMITH GRAIN 


The third week of the final hearing in the reopened Hoch- 
Smith grain rate case, docket 17000, part 7, was almost entirely 
occupied with the taking of formal testimony of Walter Scott, 
traffic commission, Kansas City Board of trade, dealing with 
the southwestern adjustment. He took the stand March 15 and 
it was thought his direct testimony would be concluded March 
24. A day or two of cross-examination was expected to follow, 
though questions were liberally thrown in throughout the di- 
rect testimony. Later on, in connection with testimony .as to 
the Western Trunk Line adjustment, Mr. Scott will return to 
the stand. Some doubts have been expressed by those at the 
hearing that it will be possible to bring it to a conclusion by 
June 1, which was the most popular estimate as to the time 
that would be required at the time the hearing began. 

In the early part of his testimony (see Traffic World, March 
18, p. 535), Mr. Scott said he was in general accord with the 
plan of the decision in the case which was set aside by the 
Supreme Court. In particular, that had to do with the applica- 
tion of the rate-break principle, under which through rates from 
country producing districts to consuming territory were largely 
done away with in favor of a system of proportional rates be- 
tween markets and from the markets to the consuming terri- 
tory. There was, he said, need for some slight modification in 
the application of such a system of proportional rates. This 
week he explained that what he had in mind as to need of re- 
laxation in application of the general principle might be illus- 
trated by the situation with respect to movement from Nebraska 
to St. Louis. Both Omaha and: Kansas City, he said, might 
reasonably be regarded as in line of transit on such a move- 
ment. To maintain a proper adjustment it was impossible to 
break the rates over both of those markets, he held. He pro- 
posed that, in such circumstances, the market having the higher 
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combination of rates should be allowed a transit privilege on 
the through rate applicable from the other market. 

He introduced considerable rate testimony in support of 
a contention that there was a disparity between the rates to 
the southwest, applying from Nebraska, Kansas, Colorado, and 


Missouri, as against the rates within the southwest. The level 
of the rates from the northern territory into the southwest was 
about 20 per cent above that within the southwest, he held, 
whereas a lower level should apply from the north. Through- 
out his testimony, he declined to take a position as to what the 
level of rates should be, devoting himself almost exclusively 
to a showing as to relative adjustments. The question as to 
how discrepancies in the adjustments complained of should be 
corrected was for the Commission to determine, as he presented 
the matter. Proportional rates from Kansas City to the south- 
west should be made to represent the difference between 
through rates from Kansas and other origin territory and the 
inbound rates to Kansas City, according to his testimony. He 
also said that proportional rates from Omaha to the southwest 
should be made to break over Kansas City. Rates from Kansas 
City and St. Louis to Louisiana and Arkansas should be made 
on a parity, he held, and, generally speaking, where rates were 
made to break over markets, transit should be allowed, “if 
found reasonable by the Commission.” 

The importance of the rate-break principle at the markets 
was emphasized in his testimony repeatedly. Among the con- 
siderations prompting that, as he outlined them, was the fact 
that a buyer of grain futures must make his contracts on known 
factors. If there was a variety of transit balances applicable 
out of a market, he pointed out, the futures buyer had to as- 
sume that he would have available, as the outbound transpor- 
tation cost, only the least favorable of those balances. The 
consequence of that was depression of the market price, he said. 
If fixed proportionals, only, were applicable for the outbound 

* movement, the buyer would know that he would have as favor- 
able an outbound rate as anyone, which would tend to stabilize 
the market and raise the price he was willing to pay. 

Mr. Scott stepped aside March 21 to permit A. J. Leber, 
representing the Central Missouri Millers’ Club, to testify. Mr. 
Leber testified that the organization he represented was com- 
posed of mill owners in central Missouri, lying between Kansas 
City and St. Louis. He appeared in opposition to an absolute 
rate break at the markets and requested, among other things, 
that the 27 mills he represented be permitted to use the direct 
rate from Kansas City, under transit, in shipping into the 
southeast. 

Charles Bolte, owner of the Slater Mill and Elevator Com- 
pany, Slater, Mo., was placed on the stand by Mr. Leber to tell 
of competitive conditions between the central Missouri millers 
and millers located at the markets. 


COMMISSION ORDERS 


Fourth Section Application No. 13918, Commodity rates to South 
Atlantic and Florida ports. Fourth section apelication 13918 is re- 
opened for further hearing upon question of modifying fourth section 
order No. 11027 entered therein, and is assigned for further hearing 
insofar as it relates to the matters referred to above, on April 19, 
ten o’clock a. m., standard time, at office of the Interstate Commerce 
Commission, Washington, D. C., before Examiner Boat. 

No. 15912, Ohio Farm Bureau Federation et al. vs. A. & W. et al. 
Texas Gulf Sulphur Co. permitted to intervene. 

No. 22562, Chamber of Commerce of Grand Junction, Colo., Inc., 
et al. vs. A. & R. et al. Proceeding reopened for further consideration 
on record as made. 

No. 25051, Farmers Fertilizer Co., Inc., et al. vs. B. & O. et al. 
Petition of southern carriers for reconsideration by which postpone- 
ment of the effective date of the order is sought, in so far as it re- 
quests postponement of effective date of order denied. 

No. 25135, part 7, Inereases in intrastate freight rates and charges, 
Montana, Petition of Great Northern for modification of order of 
November 7, 1932, so as to except certain intrastate rates on fresh 
meats and packing house products in quantities of 8,000 pounds and 
over, but less than full carload shipments, is assigned for hearing at 
such time and place as the Commission may hereafter direct. 


1. & S. 3151, Fertilizer and materials, including cottonseed cake, 
meal and hulls, between Mississippi Valley territory and points north 
of Ohio River, No. 23177 (and Sub. 1), Carolina Button Corporation vs. 
A. & Y. et al., No. 24252 (and sub. 1), George K. Hale Manufacturing 
Co. et al. vs. A. & Y. et al., No. 24172, Carolina Button Corporation 
vs. A. A. et al., and No. 25147, George K. Hale Manufacturing Co. et 
al. vs. Alton et al., and other cases grouped therewith. Docket Nos. 
23177, and Sub 1, 24252 and Sub. 1, 24172 and 25147 are reopened for 
further hearing for purpose of determining whether bones other than 
human or fresh meat bones should take the rates applicable on fer- 
tilizer materials. 

No. 23972, R. W. Burch, Inc., et al. vs. Railway Express Agency, 
Inc., et al., and cases grouped therewith. The order heretofore entered 
in said several proceedings on December 30, 1932, which by its present 
terms will become effective on April 20, 1933, is amended so that, so 
far as it requires the establishment of the prescribed rates for ap- 
plication to the transportation of the commodity therein named, in 
freight and express services, from points in Florida to destinations in 
western trunk-line and southwestern territories, the said order shall 
become effective on July 19, 1933, instead. 

No. 15682, Missouri-Kansas-Texas vs. Kansas City Terminal. 
Proceeding reopened for further hearing at such times and places as 
the Commission shall hereafter designate, solely on question of 
just and reasonable terms and compensation for the use of the 
terminals required by the Commission’s service order No. 40 of 
March 27, 1924, 
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No. 24608, Sewerage Commission of City of Milwaukee et al. ys 
A. & R. et al., and No. 25239, International Agricultural Corporation 
et al. vs. C. & N. W. et al. Petition dated March 6, 1933, of southern 
carriers requesting consideration of the decision by which postpone. 
ment of effective date of order is sought, is denied in so far ag jt 
requests postponement of order. 

No, 25766, East Texas Refining Co. vs. T. & P. et al. Shell Petro. 
leum Corporation permitted to intervene. 

No, 2 , Houston Cotton Exchange and Board of Trade et a), 
vs. A. & S. et al. Chamber of Commerce of Shreveport, La., per. 
mitted to intervene. 

Finance No. 9861, Application of Y. & M. V. and Baton Rouge, 
Hammond & Eastern for certificate to abandon a line of railroad be. 
tween Hammond and Covington, La. Baton Rouge Chamber of Com. 
merce permitted to intervene. 

No. 24050, A. Johnston, Grand Chief Engineer of the Brotherhood 
of Locomotive Engineers, et al. vs. A. C. L. et al. 

Order of Janua 5, 1933, as modified by order of January 28 
1933, is further modified to the extent of adding the following to para- 
graph (b) thereof: 

“This paragraph shall be effective on locomotives turned out of 
shops on and after July 1, 1933.” : 

Upon complainant’s request, the Commission has dismissed No, 
25491, South Carolina Asparagus Growers’ Association vs. Southern et 
al., No. 25605, Georgia Fertilizer Co. vs. A. C. L. et al., and No. 25685, 
Creamery Package Manufacturing Co. vs. St. L.-S. F. et al. 

Finance No. 3929, Sioux City Terminal excess income. Proceeding 
assigned for further hearing on April 25, 1933, at 10 o’clock a. m,, 
at the office of the Interstate Commerce Commission, Washington, 
D. C., before Examiner Hays. 

No. 24205, Shenandoah Boxboard Corporation vs. A. C. & Y. et al. 
Petition of complainant for reconsideration, further hearing and 
argument denied. 

No, 24615 (Sub. 1), Cudahy Packing Co. vs. A. T. & S. F. et al. 
Proceeding eo for reconsideration on record as made. 

No. 14743, Watertown Chamber of Commerce vs. C. & N. W. et al. 
Petition of C. St. P. M. & O. and C. M. St. P. & P. for modification 
of the order in this case so as to exclude from operaiton thereof 
Mankato, Minn., as a destination point on traffic moving under class 
rates from St. Paul, and Minneapolis, Minn., to Mankato, Minn., 
denied, the rate sought having been granted by vacation of order 
through the vacating provision in the order in Western Trunk Line 
Class rates, 164 I. C. C. 1, No. 17000, part 2. 

1. & S. 3773, Fabrication of iron and steel at Chicago, Rock Island 
& Pacific points. Petition of respondent, C. R. I. & P., for reargument 
and reconsideration and petition of interveners, American Steel & 
Wire Co. of New Jersey and Keystone Steel & Wire Co., for reargu- 
ment and reconsideration denied. 

No. 22518, Corry Brothers et al. vs. B. & O. et al. Petition of 
defendants for reconsideration and modification of order denied. 

No. 24633, Vineland Farmers Exchange, Joseph L. Hadsell, 
trustee, et al. vs. Pennsylvania et al. Petition of defendants for re- 
argument denied. , 

No. 25800, Houston Cotton and Board of Trade et al. vs. A. & S. 
et al. Board of Commissioners of Port of New Orleans permitted to 
intervene. 

No. 24707, Woodlawn Lumber & Tie Co. vs. B. & O. et al. 
Petition of complainant for reconsideration and oral argument denied. 


SUSPENDED TARIFFS 


In I. and S. No. 3868, the Commission has suspended from 
March 21 until October 21, schedules in supplements Nos. 47, 
51 and 52 to Speiden’s I. C. C. No. 1468. The suspended sched- 
ules propose to establish the following rule for application in 
southern territory: 


Furnishing Cars of Extra Length 


When a carrier cannot furnish a flat or gondola car of the 
length ordered by shipper for the shipment of iron or steel 
articles which, on account of length, cannot be loaded on one 
car of the length furnished and the carrier for its own con- 
venience furnishes two smaller cars (flat or gondola), the total 
charges on the shipment will be assessed on the basis applicable 
to a car of the length ordered by the shipper. (This rule is not 
applicable in connection with orders for cars exceeding 65 feet 
in length.) 

In I. and S. No. 3867, the Commission has suspended from 
March 21 until October 21 schedules in supplement No. 51 to 
Mobile @®Ohio I. C. C. No. B-798, and tariffs of other lines. 
The suspended schedules propose to cancel provisions for the 
absorption of switching charges of the Terminal Railway Ala- 
bama State Docks at Mobile, Ala., on imported fertilizer and 
fertilizer material, which will result in increased charges. 


LAKE CARGO COAL RATES 


The Commission, in Lake Cargo Coal Rates, 1925, No. 15007, 
Pittsburgh Coal Producers’ Association et al. vs. Ashland Coal 
& Iron Railway Co. et al., and a sub-number thereunder, East- 
ern Ohio Coal Operators’ Association et al. vs. Same, has set 
for hearing before Examiner McGrath, in Washington on April 
25, the petition of the Baltimore & Ohio and others for a modi- 
fication of the orders in the cases mentioned, dated May 9, 1927. 
The petition is for a modification of the orders so that they 
may make an increase of 30 cents a ton in the lake cargo coal 
rates on deliveries at ports east of the Straits of Mackinac and 
Sault Ste. Marie and west of Brockville, Ont. 

The object of the increase is to protect the aH-rail rates on 
coal to territories that may be reached by short rail hauls from 
ports between the eastern and western limits hereinbefore men- 
tioned. An increase of 30 cents a ton, it is figured, would pro- 
tect the all-rail rates and confine application of the lake cargo 
coal rates to territory in the near northwest where the eastern 
coals come into keen competition with coals from Illinois and 
western Kentucky. 
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e oe 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


ublished by West Publishing Co., St. Paul, Minn. Copyright, 
. 1933, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court, Appellate Division, Third Department.) 
Consent of local authorities to operation of busses on highways 
and certificates of convenience and necessity issued by Public 
Service Commission constituted grant of special franchise. 
(Public Service Interstate Transp. Co., Inc., vs. Public Service 
Commission et al., 262 N. Y. S. 5.) 

Public Service Commission could not revoke certificates of 
convenience and necessity previously granted, where at time 
of revocation bus company was operating busses under fran- 
chise.—Ibid. 

Franchise to operate motorbusses held “property” of which 
holder could not be deprived without due process.—Ibid. 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court of Indiana.) Shipment of sugar from 
New Jersey to Indiana held “interstate shipment” controlled 
by acts of Congress (Interstate Commerce Act, Sec. 20 as 
amended (49 USCA, Sec. 20, par. 11)). (Erie R. Co. vs. C. 
Callahan Co., 184 N. E. Rep. 264.) 

Shipper, to recover from carrier for delaying completion 
of interstate shipment caused by negligence, need not give no- 
tice, but to recover for loss of goods shipped without showing 
negligence he must give notice (Interstate Commerce Act, Sec. 
20 as amended (49 USCA, Sec. 20, par. 11) ).—Ibid. 

Where court found that completion of interstate shipment 
was unreasonably delayed, carrier had burden of proving delay 
was not caused by its negligence (Interstate Commerce Act, 
Sec. 20 as amended (49 USCA, Sec, 20, par. 11) ).—Ibid. 

Where carrier appealing from adverse judgment had bur- 
den of proving delay in shipment was not caused by its negli- 
gence, trial court’s failure to find any fact thereon was in 
finding against carrier.—Ibid. 

Rule against splitting causes of action is to prevent re- 
peated litigation, unnecessary vexation, and expenses.—Ibid. 

That shipper filed claim against carrier for shortage in 
interstate shipment and accepted payment did not bar action 
against connecting carrier under same contract for delay, on 
theory of splitting of causes of action (Interstate Commerce 
Act, Sec. 20 as amended (49 USCA, Sec. 20, par. 11)). 

Action against connecting carrier was not barred, since 
there were two causes of action which might have been joined 
had not the carrier paid the loss claimed from the shortage 
in the shipment without disputing the amount; but since such 
claim was paid only one action, an action for damages for 
delay in completion of shipment, remained, so that there was 
no splitting of causes of action.—Ibid. 

Carrier’s payment to shipper of damages for shortage in 
interstate shipment held not to bar action against connecting 
carrier under-same contract for delay, on ground of accord 
and satisfaction, absent findings showing such payment was 
intended as full satisfaction (Interstate Commerce Act, Sec. 
20 as amended (49 USCA, Sec. 20, par. 11)).—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas, San Antonio.) Exemplary 
damages for error in sending telegram must be specifically 
pleaded and proved. (Western Union Telegraph Co. vs. Soren- 
son, 56 S. W. Rep. (2nd) 672.) 

Admitting purported copy of telegraph message actually 
delivered as quoted in letter from addressee to sender held 
error.—Ibid. 

Telegraph message actually delivered may be proved by 
deposition of addressee with origina] delivered message, or 
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proven copy with satisfactory explanation of failure to attach 
original.—Ibid. 

In action for damages for erroneous transmission of tele- 
gram, correspondence between sender and addressee held in- 
admissible for any purpose.—lIbid. 

Measure of damages for erroneous transmission of telegram 
offering to purchase land was actual loss to sender, in so far 
as same was natural and reasonable result of telegraph com- 
pany’s negligence.—Ibid. 

That sender of telegram made profit on lands bought, not- 
withstanding error in transmission of telegram, did not prevent 
his recovery of damages.—Ibid. 





hi as ee ¢@ 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Burden held 
on tug to explain how barge could have grounded in rounding 
canal bend without tug’s negligence. (The Nat Sutton, 62 Fed. 
Rep. (2nd) 787.) 

Finding that tug’s negligence caused grounding of barge 
at canal bend held justified.—Ibid. 

Operator of tug under contract with owner held liable for 
damage to barge and tow attributable to negligence of crew 
of tug.—Ibid. 

Operator of tug, as charterer of barge from owner, could 
not limit its liability under charter for damage to barge occa- 
sioned by its own negligence (46 USCA, Sec. 183 et seq., and 
Sec. 189).—Ibid. 

Statute prohibiting stipulations relieving owner from lia- 
bility for negligence does not apply to private carrier (Harter 
Act, Secs. 1, 2 (46 USCA, Secs. 190, 191).—Ibid. 

Operator of tug and barges, having contracted to be liable 
for damage to grain cargo resulting from its negligence, could 
not limit liability for damages to such cargo arising from 
negligence (46 USCA, Sec. 183 et seq., and Secs. 189, 192).— 
Ibid. 

Operator of tug under contract with owner could by con- 
tract of carriage in owner’s behalf bind owner for negligent 
carriage. ’ 

Contract between operator and owner of tug empowered 
operator in name and on behalf of owner to negotiate and 
enter into all contracts for regular and proper operation, em- 
ployment, and use, including charter or hire of property, or 
stowage, carriage, or storage of mails, freights, cargoes, ves- 
sels, and passengers in, upon, or about any of the property; 
owner to receive 95 per cent of net profits from operation of 
tug. Operator by contract of carriage made in its own name 
provided that “the boat owner and/or operator and/or carrier 
shall be responsible for their negligence or fault.”—Ibid. 

Tug operator having validly bound owner for liability for 
negligence in performing carriage contract, owner’s liability 
for operator’s negligence in injuring cargo in barge could not 
be limited.—Ibid. 

Where negligent operation of tug by operator under con- 
tract with owner caused damage to cargo in barge, operator 
was primarily liable, and tug secondarily liable.—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Through bill 
of lading covering shipment from India to Cuba, providing for 
carriage of goods from New York to Cuba subject to terms of 
local bill of lading, did not authorize steamship company to 
accept local bill of lading specifying limitation of liability of 
$100 per package, as against 100 pound sterling limitation in 
through bill of lading. 

Original bill of lading provided that merchandise should 
be carried from Calcutta to New York and forwarded from 
there by steamship owner’s agent to Cuba. In original bill of 
lading, limit of liability was fixed at 100 pounds per package, 
but in local bill of lading, accepted by steamship owner’s agent 
under provision of original bill of lading that goods were to 
be carried from New York to Cuba subject to terms and con- 
ditions of local bill of lading, the value of the merchandise 
was limited to $100 per package. (The Cayo Mambi, 62 Fed. 
Rep. (2nd) 791). 





(Circuit Court of Appeals, Second Circuit.) As affecting 
right to contribution for general average, ship, if tail shaft 
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could not withstand usual gale and seas, was not seaworthy. 
(Societa Anonima Cantiero Olivo vs. Federal Ins. Co. et al., 
62 Fed. Rep. (2nd) 769.) 

As affecting right to contribution for general average, when 
ship breaks down under ordinary strains at sea, ship has bur- 
den to establish reasonable fitness.—Ibid. 

Where cargo owner, to defeat ship’s right to contribution 
for general average, proves failure of vital part of machinery, 
owner must prove general fitness.—Ibid. : 

Facts determining obligations of ship under charter and 
bills of lading held immaterial to affirmative right to contri- 
bution for general average.—Ibid. 

When ship is offered to carry goods, shipper may assume 
that ship is fit for that purpose.—Ibid. 

In absence of stipulation to contrary, unseaworthy ship held 
not entitled to contribution in general average as against cargo, 
where defects of ship occasioned sacrifice, though defects were 
not discoverable by due diligence, and notwithstanding stipula- 
tion against liability for breach of contract.—Ibid. 

In determining shipowner’s right to contribution for gen- 
eral average as against cargo, provisions in charter party relat- 
ing to general average held to control over contrary provisions 
in master’s bill of lading.—Ibid. 


FLORIDA SAW LOG CASE 


The three-judge court for the northern district of Georgia, 
Atlanta division, in equity Nos. 690, 691 and 695, State of Flor- 
ida et al. vs. United States, Interstate Commerce Commission 
and the Atlantic Coast Line, the latter an intervener, compos- 
ing what are known as the Florida Saw Log Case, pursuant to 
findings of fact and conclusions of law filed by Judges S. H. 
Sibley, E. Marvin Underwood and Louie W. Strum, has ordered 
and decreed that the order of the Commission made July 5, 
1932, and its order of January 9, 1933, confirming the order of 
July 5, be sustained and that the prayer for an injunction be 
denied. 

The decree disposes of suits begun by Florida and its rail- 
road commissioners, the Wilson Cypress Co. and Wilson Lum- 
ber Co., and the F. S. Buffum Co. to enjoin the thirteenth sec- 
tion order of the Commission requiring rates intrastate in a 
designated part of Florida on logs to be brought to the inter- 
state level. 

The court found that the conclusions of fact in the Com- 
mission’s report were well supported by the evidence and were 
such as it would have reached had the evidence been submitted 
to it. The court reached the conclusion of law that the Com- 
mission’s particular findings were. sufficient to support the gen- 
eral finding of unjust discrimination by the state rates against 
interstate commerce by undue burden on the interstate car- 
rier’s revenues and to justify an order removing the discrimina- 
tion by establishing the new rates prescribed. In concluding 
its opinion the court said: 


In the evidence of lower voluntary rates recently made by other 
carriers in other territory we find nothing to require a different con- 
clusion. A Situation may thereby arise requiring inquiry as to other 
discriminations, but it throws little light on the revenue problem of 
the Atlantic Coast Line Railroad Company as an interstate carrier. 
If log traffic done in Florida on the Cummer Scale is at an out-of- 
pocket loss, the less of it done the better. The destruction of it would 
help by stopping a loss. If but a little business be done on remunera- 
tive rates so much profit would be substituted. The Commission has 
given full and expert attention to the situation, and has found that 
adherence to the level of log rates it has previously established as 
reasonable in interstate commerce and has applied as a minimum in 
intrastate commerce in Florida should be continued. We find no such 
plain case to the contrary as to warrant court interference. The 
findings and the evidence show the Cummer Scale of rates to con- 
stitute such a substantial revenue burden on the interstate carrier 
and on interstate commerce as to cause a discrimination against the 
latter and to give the Commission power to remove it under Inter- 
state Commerce Act, sec. 13 (4). 

it is left by the section to the 


The action to be taken in removin 

judgment of the Commission. It having power in this case to pre- 
scribe a proper intrastate rate, its judgment as to the level of the 
rate to be established in order to accomplish the desired revenue re- 
sult ought not to be overriden when sustained by evidence and viola- 


tive of no law. We uphold the orders of the Commission. 


PETITIONS FOR REHEARING, ETC. 


No. 24482, Danville Chamber of Commerce et al. vs. C. & O. et al. 
and No. 24240, Fieldale Mills et al. vs. Virginian et al. C. & O., N. & 
W. and Virginian ask reopening, reargument and reconsideration by 
entire Commission of decision of division 2. A 

Finance No. 9651 and Sub. Nos. 1 to 5, inclusive. In the matter 
of the application of the Chicago & Western Indiana Railroad Co. 
for authority to issue bonds, etc. Archer Avenue Improvement Asso- 
ciation, Inc., asks order permitting introduction of testimony before 
examiner in substantiation of allegations in petition of intervention. 

No. 23972, R. W. Burch, Inc., et al. vs. Railway Express Agency, 
Inc., et al. and cases grouped therewith. Railroad defendants ask 
for an extension of time in which to comply with that portion of 
these reports dealing with the rates on strawberries from points in 
Florida to destinations in Western Trunk Line and Southwestern 
territories. 

No. 13413, In the matter of automatic train-control devices. 
Boston & Maine asks for modification of Commission’s orders: so far 
as they affect it. 
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Finance No. 9580, Rowlesburg & Southern proposed acquisition, 
and Finance No. 9629, Rowlesburg & Southern reconstruction loan, 
Applicant asks reconsideration and rehearing. 

No. 13014, Lehigh Lime Co. vs. A. C. & Y. et al., and Fourth 
Section Application Nos. 12596 and 12598, Lime from Mitchell, Ind. 
(Supplemental Fourth Section Order No. 8844). B. & ©., and C, i 
& L. ask permission to withdraw their joint petition for modification 
and amendment of the report in Fourth Section Application Nos, 
12696 and 12598 and Fourth Section Order No. 8844, previously filed 
on December 12, 1932, and for vacation of the Commission’s order 
dated February 6, 1933, denying said petition and reopening I. C. ¢, 
Docket 13014 for further hearing. 

1. & S. 3130, Southwestern rates—window glass, and cases grouped 
therewith. L. & A., T. & P., and M. P., respondents herein, and 
defendants in associated complaint cases, ask reconsideration and 
modification of orders. : 

No. 12214, Surcharge for transportation of passengers in sleeping 
or parlor cars on Western Railway of Alabama, in Alabama. Western 
Railway of Alabama asks modification of Commission’s order of 
June 14, 1921, to permit the elimination of the surcharge of Alabama 
intrastate traffic. 

No. 13412, Surcharge for transportation of passengers in sleeping 
or parlor cars between points in state of Georgia. Atlanta & West 
Point ask modification of Commission’s order of July 11, 1922, to 
permit elimination of the surcharge on Georgia intrastate traffic. 

No. 22137, Eastern Tanners Glue Co. vs. Southern et al. and No. 
22631, England, Walton and Co., Inc., vs. Southern et al. All rail- 
roads, defendants herein, ask the Commission to vacate and set aside 
its report and order of December 27, 1930, herein and to reopen these 
cases for rehearing, and also for consideration by entire Commission 
in so far as said report and order relate to the rates on tannery flesh- 
ings and hide trimmings, in carloads, from Asheville, Morgantown, 
Andrews, Brevard, Rosman, Hazelwood, and Sylva, N. C., Walland, 
Newport, Kingsport, and Chattanooga, Tenn., and Bristol, Tenn.-Va. 
to Gowanda, N. Y. 

No. 19785, Associated Meat Co. vs. A. T. & S. F. and cases grouped 
therewith. Defendants herein, ask reconsideration of these cases, 
either upon Commission’s own motion or in response to this request, 
for oral argument thereof before entire Commission and for consoli- 
dation of same for that purpose, and for such further relief as may 
be found proper. 

No. 24482, Danville Chamber of Commerce et al. vs. C. & O. et al. 
Complainants ask argument before entire Commission upon report of 
division 2, decided January 30, 1933, and as corrected, released on 
February 10, 1933. 


FIFTEEN PER CENT CASE, 1931 


In two sixth section orders the Commission has given tariff 
publishing agents the authority they need to provide for a 
continuance of surcharges from March 31 to Sept. 30, in ac- 
cordance with the findings in Ex Parte No. 103, the Fifteen 
Per Cent Case, 1931. (See Traffic World, March 18, p. 531.) 
Under those orders, the carriers may file schedules effective 
on one day’s notice. 

One of the orders, No. 123388, issued on the application of 
B. T. Jones, for and on behalf of himself and all other tariff 
publishing agents, authorizes the extension of the effective 
date of the master tariff, a copy of which is filed by each of 
the agents, from March 31 to Sept. 30. It also authorizes the 
agents to make the changes required by the Commission, 
namely, the elimination of surcharges on non-ferrous ores or 
concentrates and the abolition of one of the surcharges on 
lake cargo coal, and to depart from the tariff publishing rules 
in making the changes in date and charges. 

The other order, No. 123316, issued upon application of 
W. S. Curlett, authorizes the agents to make extensions and 
changes in the tariffs to which the master tariffs apply without 
regard to tariff rules that otherwise would cause great ex- 
pense, if not make it impossible for the carriers to avail them- 
selves of the benefits granted by the Commission’s decision in 
this case. 


THIRD SECTION REPARATION 


The Supreme Court of the United States will review the 
reparation issue in No. 748, Interstate Commerce Commission, 
petitioner, vs. United States of America on relation of J. C. 
Campbell et al., trading as Birch Valley Lumber Co. It granted 
the Commission’s petition for a writ of certiorari to the Court 
of Appeals of the District of Columbia March 20. 

The Court of Appeals reversed a judgment of the Supreme 
Court of the District of Columbia which had dismissed a peti- 
tion for a writ of mandamus to compel the Commission to award 
damages for a violation of the interstate commerce act and 
which the Commission had declined to award on the ground 
that the record would not support an award of reparation based 
on the undue prejudice found to exist. (See Traffic World, 
Feb. 4, p. 220.) 


TENTATIVE VALUATIONS 


Valuation No. 1171. Tentative valuation as of December 31, 1928, 
of the Winston-Salem Terminal Co. Final value of the property of 
the carrier found to be $735,000. 

Valuation No. 1172. Tentative valuation as of December 31, 1928, 
of the Mississippian Railway. Final value of total owned, $190,000, and 
of total used, $260,000. 

Valuation No. 1174. Tentative valuation as of December 31, 1927, 
of the Gales Creek & Wilson River Railroad Co. Final value of prop- 
erty found to be $650,000. 

Valuation No. 1170. Tentative valuation of the property of the 
Richmond Terminal Railway Co. as of Dec. 31, 1927. Final value of 
total property owned found to be $3,475,000 and of total used $3,481,000. 
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TRANSPORT LEGISLATION 


The Traffic World Washington Bureau 


President Roosevelt has railroad legislation on a list of 
subjects with which he will ask Congress to deal at this session 
put the details of the railroad legislative program have yet to 
pe worked out, it has been authoritatively learned. 

The President and congressional leaders are now looking 
forward to a continuous meeting of the present special session 
until late in April or early in May at the latest, then adjourn- 
ment and no further sessions until next January, the time 
for beginning the first regular session of the Seventy-third 
Congress. It had been thought that Congress would sit long 
enough to pass the emergency legislation desired by the Presi- 
dent, take a recess for several weeks or a month and then re- 
turn for action on other legislation. Congressional leaders 
feel—and the President is not opposed to the idea—that Con- 
gress may as well remain in session with a view to adjourning 
the special session finally late in April or early in May. 

Chairman Rayburn, of the House committee on interstate 
and foreign commerce, has reintroduced his transportation and 
communication bills which were pending at the close of the 
Seventy-second Congress and on which he hopes to obtain 
action at this session. These measures are H. R. 3754, a bill 
to amend sections 15a and 19a of the interstate commerce act; 
H. R. 3755, a bill to amend section 5 of the interstate commerce 
act relating to the consolidation and acquisition of control of 
carriers by railroad; H. R. 3756, a bill to regulate the trans- 
portation of passengers and property in interstate and foreign 
commerce, and H. R. 3760,.a bill to establish the Federal Com- 
munications and Power Commission. 

Two of these bills—H. R. 3754 and H. R. 3755—deal with 
the rate-making, valuation and consolidation provisions of the 
interstate commerce act and they are identical with the bills 
approved by the House committee on interstate and foreign 
commerce at the last session and favorably reported to the 
House. The motor vehicle bill and the communications bill 
were introduced by Chairman Rayburn at the last session but 
no action was taken on them. (See Traffic World, Feb. 18, p. 
334.) 

Chairman Dill, of the Senate interstate commerce commit- 
tee, saw President Roosevelt March 17. It was understood that 
while the subject of railroad legislation was referred to in the 
conference there were no details discussed. Chairman Dill said 
he had no plans at this time with respect to transportation 
legislation. He indicated some doubt as to the probability of 
a major railroad legislative program being put through at the 
present special session. 

F. E. Williamson, president of the New York Central; J. J. 
Pelley, president of the New York, New Haven & Hartford, and 
Carl Gray, president of the Union Pacific, and A. A. Berle, one 
of the President’s advisers, conferred with President Roosevelt 
March 20. The subject of the conference was not revealed but 
it was regarded as a certainty that it had to do with the mak- 
ing of plans to be used by the President in dealing with the 
railroad problem. 

President Roosevelt is looking to Secretary of Commerce 
Roper to submit in the near future recommendations as to rail- 
road legislation. That the President has in mind making recom- 
mendations in the field of railroad unifications was indicated 
in a statement issued at the White House the night of March 
20 after the President had conferred with a number of con- 
gressional leaders as to the legislative program for the re- 
mainder of the special session. The subjects discussed at the 
conference, it was announced, included “a program to improve 
and coordinate railroad operations; another program relating 
to the general problem of transportation.” At the White House 
March 21 it was stated that Secretary Roper had yet to pro- 
duce the railroad plans. 

Secretary Roper, as has been indicated heretofore, has been 
conferring with members of the Commissoin and others on 
consolidation of railroads. The President’s idea, it is under- 
stood, is that it is necessary to do something to strengthen 
the position of the railroads. 


In connection with the discussion about the preparation of 
plans for dealing with the railroads, attention has been directed 
to remarks made by Mr. Roosevelt in his Salt Lake City address, 
September 17, 1932, as a candidate for president, on transpor- 
tation. (See Traffic World, Sept. 24, 1932, p. 563.) In this 
address Mr. Roosevelt advocated national planning for the 
railroads, elimination of unnecessary or duplicated facilities, 
and a scheme of coordination under which “each rail service 
should fit into and be coordinated with other rail services, and 
with other forms of transportation.” He said he believed the 
policy of enforced competition could be carried to unnecessary 
lengths. 
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“Proposed consolidations of railroads, which are lawful and 
in the public interest, should be pressed to a conclusion,” said 
he. “At the same time the provisions of law should be revised 
in line with the policies here proposed and with repeated 
suggestions of the Interstate Commerce Commission and repre- 
sentatives of shippers, carriers, and their employes to insure 
further protection of public and private interests involved. ... 
I do not favor any government action which will relieve rail- 
way Managements from performing their responsibilities.” 

In discussion of a plan which Frederick H. Prince, of Bos- 
ton, has put forward and which has been under consideration 
by Secretary Roper and those whom he has called into confer- 
ence with him, involving a grouping of the railroads into a very 
limited number of systems for operation, if not for complete 
consolidation, the question is understood to have been raised 
as to how such a plan could be carried out financially at such 
a time as the present. One of the suggestions is that there be 
created seven operating units—two in the east, two in the 
south and three in the west. The idea back of this suggestion, 
it seems, is that in the east the operating units could be built 
around the New York Central and the Pennsylvania; in the 
south, around the Southern and the Atlantic Coast Line—Louis- 
ville & Nashville, and in the west around the northern trans- 
continental lines, the Union Pacific, and the southern trans- 
continental lines. 

House Committee to Act 


The House committe on interstate and foreign commerce 
met March 21. It was the first meeting of the committee in the 
Seventy-third Congress. Chairman Rayburn explained the pro- 
visions of the bills dealing with sections 5, 15a and 19a of the 
interstate commerce act which were approved by the committee 
and favorably reported to the House at the last session. He 
asked the new members of the committee to study the meas- 
ures to the end that the committee might meet in the near fu- 
ture, approve the bills and report them to the House for action. 
Chairman Rayburn hopes to obtain this action without further 
hearings by the committee. There was some discussion of 
proposed regulation of motor vehicles but no plans were made 
to hold hearings on the Rayburn motor vehicle regulation bill. 
This measure probably will be taken up after the rate-making, 
recapture repeal and valuation revision bill (H. R. 3754) and 
the holding company-railroad consolidation bill (H. R. 3755) 
have been disposed of as proposed by the chairman. 


President Roosevelt expects to have something definite on 
a program for dealing with the railroad situation within a week 
or ten days, it was learned March 22. At that time, it was stated, 
the matter was still in the discussion stage and there was noth- 
ing on paper. 

John J. Cornwell, general counsel of the Baltimore & Ohio 
Railroad Co., in an address March 22 at Philadelphia, Pa., before 
the Bond Club of Philadelphia, answering the question, “What 
is the matter with the railroads?” said it was the same thing 
that “ails industry—lack of business.” A recovery in business 
of from 10 to 20 per cent, stripped as the railroads were by the 
last three years of adversity, said he, would enable them to meet 
their bond interest and this would result in reestablishment of 
railroad credit. 

Roosevelt Proposals Discussed 


Turning to proposals for dealing with the railroad situation 
and Mr. Roosevelt’s Salt Lake City railroad address, Mr. Corn- 
well, in part, said: 

In the meantime, however, railroad security owners very natu- 
rally are disturbed. They want something done. Eyes are being 
turned toward the federal government and many legislative pro- 
posals are being, or will be, advanced and discussed, all the way 
from government ownership down or up, as the case may be. There 
are still people who believe the railroad situation may be solved 
overnight by an act of Congress combining all the railroads into one 
system, or two systems, or a fewer number of systems than yet 
proposed. TEither they do not know or they overlook the gigantic 
problem the Interstate Commerce Commission encountered in its 
effort to evolve a plan for consolidating them into a score or more of 
groups. There is danger that in this period of anxiety on the part 
of railroad security holders and of impetuosity on the part of the 
public to do something or to have something done, sentiment for 
hasty, ill-advised Congressional action may become so general as to 
be irresistible; that we may undertake to create a single or a very 
few systems out of all the railroads of the coutnry which would be 
found to be so big as to be unwieldy and inefficient; that would dis- 
rupt trade and commerce by closing present channels and gateways; 
that would further tend to decrease employment in the rail industry 
instead of allowing that problem to work out gradually, as was the 
case in the consolidation of railways in England, and as the railway 
heads seek to do in this country where consolidation plans had been 
evolved and were being carried out before the depression brought 
them to a virtual standstill. 

.The program for stabilization and rehabilitation of railroad se- 
curities and for the preservation to the country of the railroads, a 
necessary transportation agency, which President Roosevelt outlined 
in his speech at Salt Lake City during the campaign, is clear-cut, 
definite, sound, and will be effective if carried out. It is the plan 
which investors, railway managers and the public all can and ought 
to support. Let me enumerate and briefly discuss, one by one, its 
—— features, taking them in what appears to be the proper 
order. 
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First: That the government stand behind the railroads for a 
reasonable length of time. 

I do not think that means the government should lend money 
to an insolvent road; to one whose capital structure is out of pro- 
portion to the value of its physical property or its earnings in 
normal times. The President made it perfectly clear that, in his 
judgment, the capital structure of such roads will have to be read- 
justed downward. The amendment to the bankruptcy law, passed 
in the closing days of the last Congress, makes that possible for 
some, especially the smaller railroad companies, without the pro- 
tracted delays and often the excessive costs of the usual receiver- 
ships. I assume it was intended that the government should continue 
to make necessary loans to essential railroad systems, not over- 
capitalized, which, in normal times, not only have earned their taxes 
ooo iy ea but paid a dividend to those who own their capital 
stock. 

Then, another very definite proposal contained in the President’s 
address to which I have referred was that all transportation agencies 
be brought under federal control and regulation. Is there any doubt 
as to the desirability of this? 

When the interstate commerce act was passed and the Inter- 
state Commerce Commission created to control and regulate the 
railroads, they had a monopoly on transportation. Inland waterways 
had not been developed and the Panama Canal had not been con- 
structed. The railroads were able to compete with water transpor- 
tation from the Atlantic to the Pacific Coast, and vice versa, when 
ships had to sail around the Horn, but conditions have changed en- 
tirely. Transcontinental traffic has disappeared except as to perish- 
able products and inroads are being made upon that business by 
modern steamships. Fleets of boats and barges ply up and down 
the Mississippi and its tributaries and the government itself operates 
a barge line in competition with the railroads which has taken a 
considerable proportion of their business and greatly demoralized 
their rates. 

Huge trucks, regular or contract carriers, traverse every impor- 
tant highway. Because of their flexibility and the fact they can 
pick up freight at point of origin and deliver it to the door of the 
consignee, they have a very great advantage to which they are 
entitled by the very nature of their operation, but, with no control 
whatever over their rates, a truck company can bid sufficiently 
below the railroad rate to get business which properly belongs to 
the rail carriers. The railroads cannot meet this competition, being 
unable to offer special contracts or to change their rates overnight 
because of the necessity of filing tariffs with the Interstate Com- 
merce Commission. 


The instability of truck rates not only is seriously affecting the 
railroads, but has been quite demoralizing to many business enter- 
prises. No one business concern knows exactly what the other’s 
transportation cost is when commodities are transported by truck, 
and these charges are subject to change at any time. Because of 
the instability and uncertainty of transportation costs, business in 
many lines of industry today is being done in the dark. 


So, the President’s proposal to bring all forms of interstate trans- 
portation under government control and regulation not only is desir- 
able from the standpoint of the railroads, in which so much of the 
people’s money is invested and the preservation of which is so 
necessary to the business of the country, but it is also apparent 
that it is desirable from the standpoint of the general public welfare. 


Instead, therefore, of seeking to find some kind of legislative 
legerdemain by which the railroads can be grouped or scrambled 
or scrapped for some other form of transportation, if the Prseident’s 
policy, as outlined in the address to which I have referred, is put 
into effect; that is, if the policy of ‘‘standing behind’’ the railroads 
for a reasonable period is applied liberally, and if all other forms of 
transportation are brought under government regulation, the railroad 
transportation system of the country would be strengthened; con- 
solidation in line with the Interstate Commerce Commission’s final 
plan eventually, perhaps promptly, can be carried through; billions 
of dollars of value would be added to the railroad securities in the 
vaults of savings banks and insurance companies and the principal 
transportation system upon which the country’s business has de- 
pended for nearly a century, and is still largely dependent, would be 
preserved. : ‘ 

House Committee Reports Bills 


The House committee on interstate and foreign commerce, 
March 24, approved H. R. 3754, the 15A and 19A bill, and H. R. 
3755, the holding company consolidation bill, and ordered favor- 
able reports on them to the House. No change was made in 
the rate-making and valuation bill. In the other measure a 
change was made in paragraph six, of section two, so as to make 
it provide that “it shall be unlawful to continue to maintain 
control or management accomplished if effectuated after the 
enactment of this amended pargaraph and in violation of its 
provisions.” The change was made so that the provision would 
not be retroactive in effect as to control of railroads. _ Early 
action by the House is expected on tha measures. 


FREIGHT FORWARDING REGULATION 


Chairman Rayburn, of the House committee on interstate 
and foreign commerce, has reintroduced his bill to regulate the 
business of freight forwarding. The old bill was H. R. 9268. 
The new bill is H. R. 4006. No action was taken on the meas- 
ure in the last session of Congress. 


THEFTS FROM INTERSTATE COMMERCE 


“Agents in the field of the Bureau of Investigation, Depart- 
ment of Justice, report the results of an investigation made in 
cases of thefts from interstate commerce carried on by a num- 
ber of persons at Tuscaloosa, Ala.,” says the Department of 
Justice. “The prime movers in these thievery operations were 
Wordney Bishop and Oscar Bishop, thé latter operating under 
several aliases. The preliminary steps in effecting the arrests 
of the two Bishops were conducted by the police officials of the 
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Southern Railway at Tuscaloosa, and they asked the assistancg, 
of the Bureau of Investigation agents on account of the fact that 
the thefts of property from railroad cars constituted an offense 
under a federal law. These thefts extended over a period of 
time before and after December 18, last, and on February 17 
Wordney Bishop and Oscar Bishop entered pleas of guilty in the 
United States court at Birmingham, Ala., and on February 3 
they were sentenced to serve two years each in the United States 
Industrial Reformatory at Chillicothe, Ohio.” 


PROSIT! BEER TARIFFS AGAIN 


The Trafic World Washington Bureay 


Anticipating action by Congress and legislatures of the vari. 
ous states, southwestern lines have taken the first step toward 
providing rates for the transportation of malt liquors, ale, beer, 
beet tonic, porter or stout, in straight carloads, minimum 30,000 
pounds, subject to the estimated weight provided in the con. 
solidated classification, rates to be equal to 27.5 per cent of first 
class. The first step was taken by J. E. Johanson, E. B. Boyd 
and B. T. Jones. In sixth section application No. 9829 they 
have asked the Commission for permission to put in force rates, 
rules and/or regulations, effective on one day’s notice. 

“These rates,” say the tariff compiling agents, “are proposed 
in order to take care of movements that will result in the event 
Congress and the legislatures of the various states legalize the 
sale of these commodities for purposes other than medicinal. 

“There should be no objection to the proposed basis since 
these commodities are subject to the same classification rating 
as cereal beverages. This will be a very attractive tonnage to 
trucks, as well as rail carriers, and if the rail carriers expect to 
handle any of it they will have to be prepared to offer something 
lower than the present fifth class rate. 

“Press accounts indicate that shipments will begin within a 
short time, and short notice authority is requested in order that 
- proposed basis may be made effective at the earliest possible 

ate.” 

Unless the carriers are permitted to put in the basis sug- 
gested by the tariff publishing agents the malt liquors men- 
tioned would be subject to fifth class rates on a minimum of 
28,000 pounds. That, as suggested in the application, would 
deprive the railroads of opportunity to get the traffic in com- 
petition with the trucks, 


A day after J. E. Johanson, in company with other tariff 
publishing agents, filed a sixth section application for permis- 
sion to establish rates on malt liquors in anticipation of the 
legalization of beer, Mr. Johanson filed his sixth section appli- 
cation No. 9843, asking authority, on one day’s notice, to issue 
a new tariff, applying on clean rice and brewers’ rice, straight 
carloads, which would not be in conformity with various tariff 
publishing rules, from Arkansas mill points to St. Louis and 
Kansas City, Mo., as well as other points in the general terri- 
tory of those cities. 


In support of his application Mr. Johanson said there was 
a regular movement on clean rice and brewers’ rice from 
Arkansas mill points to St. Louis and Kansas City and other 
points by truck due to the difference in the cost of transpor- 
tation as compared with the all-rail service which had caused 
the rail carriers serious loss of much needed revenue. For 
some time, Mr. Johanson said, the southwestern lines had had 
under consideration, on their public docket, a proposed basis 
of rates with varying minimum weights which they hoped would 
cause the traffic to be returned to the railroads. Some lines, 
he said, had assented to that basis but that concurrence was 
being awaited from others. He said that his bureau was in 
a position, however, to publish rates from Arkansas mill points 
to St. Louis and Kansas City. 


“It is extremely important,” said Mr. Johanson, “that this 
request be granted due to the anticipated legalization of the 
manufacture and sale of beer. Breweries use large quantities 
of rice in the brewing of beer and have placed large orders 
for the movement of this commodity contingent upon the action 
of Congress. Rail carriers have been assured of the move- 
ment, all-rail, if these rates are established quickly.” 


At present the clean rice rate from Almyra, Ark., to St. 
Louis, Mo., is 41 cents and the rate on brewers’ rice is 30.5 
cents, and to Kansas City, Mo., 50.5 cents on clean rice and 
38.5 cents on brewers’ rice. 


The proposal now is to establish rates on clean and brewers’ 
rice in straight carloads varying with the minima. For illus- 
tration, the proposal is to make a rate on both sorts of rice 
from Alymra to St. Louis of 32 cents on a minimum of 30,000; 
28 cents on a minimum of 60,000; and 25 cents on a minimum 
of 80,000. The proposal is to make rates from Alymra to Kan- 
sas City, 42 cents on a minimum of 30,000 pounds; 38 cents 
on 60,000 pounds; and 35 cents on a minimum of 80,000 pounds. 
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GORMLEY SUCCEEDS AISHTON 


At a meeting of the board of directors of the American 
Railway Association in Chicago, March 22, M. J. Gormley was 
elected president of the Association to succeed R. H. Aishton. 
Mr. Aishton, who has been the active head 
of the organization for many years, was 
said to have requested to be relieved of 
some of the more pressing duties of the 
position. He was elected chairman of the 
board of the association, a newly created 
position, in which capacity, it is understood, 
he will continue to take an active part in 
the affairs of the organization, but will 
have more freedom than in the position 
from which he retires. He is seventy-three 
years old. The two appointments are effec- 
tive April 1. 

Mr. Gormley has been executive vice 
president of the association for several 
years, having come to that position from 
the chairmanship of the car service divi- 
sion. There were reports that some consideration was given 
at the meeting to somewhat extensive reorganization of the 


M. J. Gormley 


Sed affairs of the association, but nothing in the nature of con- 

ent frmation was forthcoming. 

the The only other action announced was the acceptance of the 
resignation of Hale Holden, chairman of the board of the 

ice Southern Pacific, as a member of the board, and the naming 

ing of Paul Shoup, vice chairman of the Southern Pacific, as his 

to successor. 

to oo 

” PRIVATE CAR ALLOWANCE 

a Protests against the proposal of the railroads to reduce the 

- mileage allowance made to owners and users of private freight 

. cars were heard by the directors of the American Railway 

g- Association at a meeting in Chicago March 22. On recom- 


mendation of the transportation division of the association it 
has been proposed that the allowance be reduced a quarter of 
d a cent on all classes of equipment. At present, the allowance 
ranges from 2% cents a mile for movement of passenger ex- 
press refrigerators to 1 cent a mile on stock cars. On tank 
cars the allowance is 1% cents a mile, and on refrigerator cars 
it is 2 cents. 

Between 200 and 250 representatives of large shippers and 
the private car companies were present. Two of the most ex- 
tensive presentations were made by Fayette B. Dow, repre- 
senting the American Petroleum Institute and various tank 
car owners, and L. F. Wormser, who appeared for the General 
American Tank Car Company. Most of those who spoke in 
protest against the decrease thought the present allowance was 
inadequate and that, if any change was to be made, it should 
be an increase. It was pointed out that the measure of the 
allowance was, to some extent, involved in ex parte 104, part 5. 
The method of computing the cost of ownership and the rela- 
tive benefits to shippers and the railroads of private car owner- 
ship were gone into at length. 

As to the method of computing cost of ownership, Mr. Dow 
said: “If the railroads keep their books one way and we keep 
ours another, then we are quite certain to be far apart as to 
the facts.” In the report submitted to the directors of the 
association by the transportation division, he said, it had been 
stated that, in measuring adequacy of the existing allowances, 
income of car owners should be set against expense occasioned 
by car ownership. Mr. Dow insisted that income or rentals had 
nothing to do with the question of the reasonableness of the 
allowance and that the whole accounting issue was as to 
whether the allowance compensated for the cost of ownership. 
He and the other witnesses held that cost of ownership was 
substantially, in excess of the carrier payments. 


Mr. Wormser argued that the proposal to reduce the allow- 
ances was in the nature of an increase in freight rates. In 
that connection, he went into the theory of rate making, in- 
sisting that “all elements” must receive consideration in any 
proposal to increase rates. That had not been done in the 
present instance, he held, apparently carrier need of revenue 
having been the controlling factor behind the proposal. 


Competition of pipe lines in the transportation of petro- 
leum and its products was emphasized by spokesmen on behalf 
of the tank car owners and highway competition was stressed 
by other interests. A decrease in the mileage allowance, it 
Was pointed out, would increase the cost of shipping by rail 
and would tend to divert traffic to other channels. Private 
car owners preferred to make use of their investment in rail 
equipment, they said, but the inevitable result of burdening 
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that with excessive costs would be its abandonment, to greater 
or less degree. 

Among those who spoke were B. C. Graves, Union Tank 
Car Company; R. H. Davenport, Shippers’ Car Line; E. A. Jack, 
Aluminum Company of America; W. B. Faulkner, Donner Hanna 
Coke Corporation; George E. Clinton, Sheffield Farms Company, 
Inc.; George A. Blair, Wilson and Company; Murray Billings, 
United States Steel Corporation; J. K. Ingalls, North Western 
Refrigerator Line. 


RAIL EXECUTIVES MEET 


Executive officers of the principal railroads of the country 
gathered at Chicago, March 23, for a meeting of the Associa- 
tion of Railway Executives. The membership meeting of the 
association was preceded by a meeting of the advisory com- 
mittee of the organization that lasted several hours. The gen- 
eral meeting lasted less than an hour. Though it was under- 
stood that plans of the Roosevelt administration for dealing 
with the transportation situation were reported by F. E. Wil- 
liamson, president of the New York Central, J. J. Pelley, presi- 
dent of the New Haven, and Carl Gray, president of the Union 
Pacific, who met with the President early this week, nothing 
definite on that could be obtained from those at the meetings. 
It was reported that the three were named as a committee to 
represent the organization in further conferences with the ad- 
ministration. They left for Washington at the conclusion of 
the meeting. 

The appointment of R. V. Fletcher, of Chicago, as general 
counsel of the association was officially announced in a state- 
ment released after the membership meeting. He retired as 
vice president and general counsel of the Illinois Central to take 
the position, in which he succeeds Alfred P. Thom, who be- 
comes associate general counsel. Mr. Fletcher was also ap- 
pointed vice chairman of the advisory committee of the Asso- 
ciation of Railway Executives and general counsel of the 
American Railway Association. 

The meeting was presided over by R. H. Aishton, who con- 
tinues as chairman of the executive committee. On the preced- 
ing day his resignation as president of the American Railway 
Association had been accepted and he was made chairman of 
the board of that organization, a newly created position. 

Mr, Fletcher was admitted to the bar in Mississippi in 1899. 
He was attorney general of the state and a member of the Su- 
preme Court of Mississippi before he was appointed general 
attorney for the Illinois Central, in Chicago, in 1911. He was 
appointed general counsel in 1928 and on January 1, 1931, was 
made vice president. 


PASSENGER FARE CUTS 


Issuance by the Commission of fourth section order No. 
11206, reduced passenger fares in the south (see Traffic World, 
March 18) enables the Louisville & Nashville, Nashville, Chat- 
tanooga & St. Louis, Mobile & Ohio and the Atlanta & West 
Point-Western Railway of Alabama to put into effect the low- 
ered basis of passenger fares, proposed by those carriers in 
their sixth section application in the latter part of February, for 
an experimental period of six months. (See Traffic World, March 
4, p. 440.) The necessary sixth section permission to make the 
lowered fares effective on ten adys’ notice was issued on March 
17. 

The Gulf, Mobile & Northern has asked sixth and fourth 
section permission to publish fares on the reduced basis on short 
notice. The ordering paragraphs of fourth section order No. 
11206, responsive to the application of the carriers, follow: 


1. It is ordered, That, subject to the provisions of paragraphs 
2 and 3 hereof, the Louisville and Nashville Railroad Company, the 
Nashville, Chattanooga & St. Louis Railway, Mobile and Ohio Rail- 
road Company and the Atlanta and West Point Railway-the Western 
Rialway of Alabama be, and they are hereby authorized to establish 
and maintain fares for the transportation of passengers (a) in 
coaches only, on the basis of 2 cents per mile; and (b) in sleeping and 
parlor cars, 3 cents per mile without any surcharge, locally between 
points on the respective lines referred to above, even though the es- 
tablishment of such fares results in aggregate fares lower than exist- 
ing joint interline fares. 

It is further ordered, That subject to the provisions of para- 
graph 2 hereof carriers parties to tariffs publishing joint interline 
fares from, to and via points on the lines of carriers shown in para- 
graph 1 hereof be, and they are hereby authorized to continue their 
present joint interline fares which are higher than the aggregate 
of intermediate fares, as a result of the establishment of reduced 
passenger fares authorized in paragraph 1 hereof without observing 
the aggregate of intermediates provision of section 4 of the interstate 
commerce act. 

3. It is further ordered, That the relief herein granted shall ex- 
pire six months from the date on which the fares authorized in 
paragraph 1 hereof are established. 


The Commission, by means of an order, not a decision, in 
No. 13412, surcharge for transportation of passengers in sleep- 
ing or parlor cars between points in the state of Georgia, has 
suspended that part of its order of July 11, 1922, until Oct. 5, 
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that applies to the intrastate transportation of passengers in 
sleeping and parlor cars on the lines of the Louisville & Nash- 
ville and the Nashville, Chattanooga & St. Louis, within 
Georgia. 

Suspension of that part of the order is necessary to enable 
the carriers mentioned to put into effect that part of their 
plan td attempt to regain passenger business by abolition of 
the surcharge in parlor and sleeping cars and reducing the 
basic fare to 2 cents in coaches and 3 cents in Pullmans. The 
parlor and sleeping car surcharge on intrastate business in 
Georgia was put into effect by the order of the Commission, 
which has now been modified. 

The Commission, by means of an order, not a decision, in 
No. 11703, in the matter of intrastate rates within the state of 
Illinois, has modified its order of Nov. 13, 1920, in so far as it 
applies to the transportation of passengers on the Louisville & 
Nashville in intrastate commerce in Illinois, by suspending it to 
Oct. 5, so as to enable that carrier to establish its reduced 
passenger fare basis in that state. 

By like order in No. 12214, surcharge for transportation of 
passengers in sleeping or parlor cars between points in Ala- 
bama, the Commission has suspended its order of June 14, 1921, 
in so far ag it applies on the sort of transportation indicated, 
by the Louisville & Nashville and the Nashville, Chattanooga 
& St. Louis, in intrastate commerce in Alabama, the suspension 
being until Oct. 5. 

Louisville & Nashville and other carrier tariffs, establishing 
the reduced passenger fare basis and abolishing the surcharge 
for transportation of passengers in sleeping and parlor cars, 
arrived at the Commission in time to be effective on April 1, 
on ten days’ notice. : 

The Central of Georgia has asked sixth section permission 
to meet the competition of the Nashville, Chattanooga & St. 
Louis and the Atlanta & West Point, in the matter of coach 
pasenger fares, between Griffin, Ga., and Chattanooga, Tenn. 
Its request is for authority to establish rates for transportation 
in coaches on the basis of 2 cents a mile. 


VEGETABLE OIL RATES 


Charges that Procter & Gamble, of Cincinnati, O., obtained 
“a special discriminatory freight rate” on coconut oil as com- 
pared with the rate on cottonseed oil, were made in the House 
March 22 by Representative Patman, of Texas, in debate on 
the Roosevelt farm relief legislation. His remarks on freight 
rates follow: 


Agriculturai products represent 10 per cent of the tonnage hauled 
by the railroads. Your idea of justice will probably dictate to you 
that they should pay 10 per cent of the gross income of the railroads. 
Instead they pay 20 per cent of the gross income of the railroads. 
Why the discrimination? The answer is simple and easy. A few 
powerful New York banks control practically all the railroads of the 
country through interlocking directorates. They obtain discriminatory 
freight rates in favor of the class of freight that they are financially 
interested in. They are not interested in the farms or the products 
produced on the farms. Many people think the Interstate Commerce 
Commission set the freight rates. 

Procter & Gamble of Cincinnati, the concern that is spending 
considerable money advising the people through advertisements to 
“Buy American” is interested in converting cottonseed oil into cook- 
ing compounds and soaps. Cottonseed oil is extracted from cotton- 
seed and it is used to make the best edible products of any oil pro- 
duced in any part of the whole world. The directors of Proctor & 
Gamble are also directors of the principal railroads which lead into 
the South and West where cottonseed is produced. Procter & Gamble 
also use coconut oil—not one drop of it is produced in America—in 
competition with cottonseed oil, to make many of their manufactured 
products. They use this cheap, inferior oil to beat down the price of 
cottonseed oil. They have obtained special freight rates over the rail- 
roads for coconut oil. From New Orleans and from other points to 
Cincinnati the freight charges on a car of coconut oil are $90. Whereas 
if cottonseed oil is put into the same car, instead of coconut oil, and 
transported over the same railroad, under the same conditions, same 
weight and everything, the charges are $180. It was an easy matter 
for Procter & Gamble to get this special discriminatory freight rate. 
All they had to do was to get the directors of the railroad to agree 
to it, and having a director on the railroad board, who had probably 
accommodated the other directors when their particular industries 
were involved, their task was not a difficult one. After the agree- 
ment the Interstate Commerce Commission is not consulted. Notice 
is given that in 30 days the rate will be effective. It will become effec- 
tive in 30 days. That is the law. If some farmer in the south desires 
to protest he can hire himself a lawyer, make his appearance before 
the commission here in Washington, and enter a protest. The pro- 
cedure is so cumbersome and expensive very few protests are ever 
made against such rates. 


The situation to which Representative Patman referred, 
according to traffic and tariff men, is the result of efforts of 
railroads serving the Gulf ports to meet rates on imported co- 
conut oil from Baltimore to Cincinnati. There is a rate of 30 
cents a 100 pounds from Baltimore to Cincinnati on the im- 
ported coconut oil which on a carload of 30,000 pounds would 
yield $90 a car. There are two sets of rates from New Orleans 
and Galveston to Cincinnati, using those ports as typical points 
of origin of imported coconut oil. There is a rate of 27 cents 
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on coconut oil from Europe and another of 30 cents on cocony 
oil from other parts of the earth. The oil originates Very 
largely in the territory taking the 30-cent import rate. 

Cottonseed oil rates are domestic rates to apply from score, 
of cottonseed crushing plants to various markets. Cincinnati 
it is the opinion of traffic men, obtains cottonseed oil needed jy 
its industries from points much nearer to it than New Orleans 
Therefore, a traffic man would not regard as illuminative of the 
situation a rate that yielded $180 a car on cottonseed oil fron 
New Orleans to Cincinnati. They would not regard it as jj. 
luminative for the simple reason that Cincinnati could obtaiy 
cottonseed oil from crushing plants much nearer than mills at 
New Orleans if there are such in that city. In other words, the 
rate from New Orleans to Cincinnati yielding a theoretical rey. 
enue of $180 a car would be regarded as purely a paper rate 
upon which practically no if any traffic would move. 


CONCESSIONS ALLEGED 

“The Commission,” according to an announcement made 
by it, “has been advised that on March 18, 1933, the Hewitt 
Brothers Soap Co., a corporation of Dayton, O., was sentenced 
in the federal district court at Dayton to pay a fine of $1,009 
on the first count of an indictment in three counts, under the 
Elkins act, charging it with the receipt of concessions on ship. 
ments of concentrated crude glycerine. The other two counts 
of this indictment, and an indictment in two counts alleging 
false billing in violation of section 10 of the interstate com. 
merce act, were nolle prossed. The case was investigated and 
the facts presented to the grand jury by representatives of the 
Commission’s Bureau of Inquiry.” 


AUTOMATIC TRAIN CONTROL 


The Central Railroad of New Jersey by a petition in No, 
13413, in the matter of automatic train control devices, has asked 
modification of orders of the Commission so as to permit opera- 
tion on lines of petitioner between Red Bank and Winslow Junc- 
tion and between Elizabeth Avenue station and Perth Amboy, 
and on line of the New York & Long Branch railroad between 
Perth Amboy and Bay Head Junction of locomotives equipped 
with automatic cab signals with loud whistle and acknowledger 
in lieu of locomotives equipped with train control or train stop 
devices as now required by the orders. The changes proposed, 
according to petitioner, if made effective, will permit a saving of 
$17,000 a year in direct maintenance costs and will substantially 
reduce indirect costs. 





RAILROAD EARNINGS 


The official compilation of operating revenues and operating 
expenses of Class I steam railways for the month of January, 
1933, in comparison with the compilation for the corresponding 


month in 1932, made by the Commission’s Bureau of Statistics, 
follows: 





United States 
Item 1933 1932 
Average number of miles operated...... 241,399.20 241,638.53 
Revenues: 
RS ig dendiscoresnareuna d.aisieeerat awake *$179,239,405 $$208,358,485 
BEINN, oic'o bie’ aicisidiaia@viwaignnsiee ences $26,653,677 $38,022,953 
__ BEES ene 7,731,719 8,350,084 
CO rn eer ee nas 2,256,340 3,773,594 
All other transportation............. /5,593,646 **6 853,990 
Incidental Deb eat Cabeeedabecies wae aaeess 4,580,083 6,147,114 
SOME BAGUIO. 0 oos6ccecccsccvocees 699,427 843,843 
SOUR TOCMICF——DP on ncccviccciccccoecccs 199,159 234,425 
Railway operating revenues...... 226,555,138 272,115,638 
Expenses: 
Maintenance of way and structures.. 22,654,703 29,979,256 
Maintenance of equipment........... 47,591,908 57,623,583 
EE, onan ialdiedpd acidlowia eden wea awee-e 7,298,549 8,817,156 
NEO, Siccccscscessescesawrs 89,763,733 113,562,985 
Miscellaneous operations ............ 2,011,814 887,692 
ee er arene 12,562,467 14,471,489 
Transportation for investment—Cr... 203,414 09,768 
Railway operating expenses....... 181,679,760 227,032,393 
Net revenue from railway operations 44,875,378 45,083,245 
BAUWGY tAX RQOCTUBIS, ..cccccccccce -. 22,059,488 23,955,732 
Uncollectible railway revenues...... 90,456 203 
Railway. operating income........ 22,725,434 21,050,310 
Equipment rents—Dr balance........ 6,608,272 6,977,319 
Joint facility rent Dr balance........ ,851,440 2,890,940 
Net railway operating income.... 13,265,722 11,182,051 
Ratio of expenses to revenues 
ee eer eer 80.19 83.43 


(per 
*Includes $4,496,224 increase from “Ex Parte 103.” 
fIncludes $4,085,052 increase from ‘‘Ex Parte 103.” 
tIncludes Saree sleeping and parlor car surcharge. 
§Includes $1,976,778 sleeping and parlor car surcharge. 
/Includes $66,424 increase from ‘‘Ex Parte 103.” 
**Includes $59,647 increase from ‘“‘Ex Parte 103.” 


DOCKET NUMBER CORRECTION 
In The Traffic World of Feb. 18, p. 315, in the summary 
of the Commission’s report in No. 23728, American Glue Co. 
et al. vs. B. & M. et al., No. 23806, Leas & McVitty, Inc., vs. 
C. & O. et al., etc., the docket number “23806” was incorrectly 
stated as “23808.” 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


ills at NOTHER quiet week has passed in the full cargo market, 
IS, the without a single grain cargo and little activity in other divi- 
il rey. sions. Several large parcels of berth grain materialized, how- 
’ rate ever, two of them from Albany for Antwerp at 5%c for late 
March and early April. 
Transatlantic sugar cargoes also dropped off sharply, only 
two fixtures being consummated. These were a_ 2,039-ton 
Made @ steamer from one port on the north side of Cuba to United 
ewitt § Kingdom-Continent at 15s 6d for April and a 2,239-ton boat from 
nced # Santo Domingo to United Kingdom-Continent on the basis of 
1,000 # 14s 9d for early April. 
’ the One feature relieved the monotony of the trade somewhat. 
Ship. § Two fixtures of coal cargoes, the first in some weeks, developed. 
unts # A 2,500-ton steamer was engaged for a cargo from Baltimore to 
ging § Port Said at $2 for April and a later fixture was that of a 2,917- 
com- # ton vessel from Hampton Roads to La Plata at $1.80 for April. 
and § Aside from these orders, however, the export coal trade con- 
the # tinued quiet. 
A few West Indies time charters were the net result of 
the week in this division, no long voyages being reported. 
The tanker market was quiet. D. B. Dearborn and Com- 
No, § pany report rates in this trade, based on actual fixtures or 
ked indications, as follows: Coastwise, clean, 14-15c a barrel; coast- 
sTa- wise, dirty, 15c; intercoastal, San Pedro-New York basis, clean, 
inc- about 42c, dirty, 42c; transatlantic market, Gulf to United King- 
Oy, dom-Continent, vessels 8,000-10,000 tons, 8s 6d per ton, clean 
en # or dirty. 
ed Mayor Congleton, of Newark, has been informed by the 
er American-Hawaiian Steamship Company that it has arranged 
‘Op to schedule eastbound sailings from the Pacific Coast to Port 









od, Newark eight weeks in advance. The company maintains 
- weekly sailings from Port Newark to the West Coast. 
y In their letter, officials of the American Hawaiian line said 


that, notwithstanding business conditions in the past, their 
new service to Port Newark, which was tried out as an experi- 
ment on June 13 last, had worked out to their advantage. 


lg Robert C. Thackara, chairman of the United States Inter- 
y; coastal Conference, announced the receipt of telegraph advices 
‘4 stating that Sidney M. Hauptman has been named manager of 
3, the northwest lumber office of the conference under the terms 


and conditions as authorized at the meeting of the organiza- 
tion held at Del Monte, Calif., March 6. 

The U. S. Atlantic & Gulf-West Coast of Mexico, Central 
& South America Conference announces to exporters to the 
west coast of South America that, in view of the fact that all 
regular carriers on the west coast of South America, including 
all lines from Europe and U. S. Gulf and Pacific Coast ports, 
have now advised that effective immediately no cargo will be 
accepted unless 5 per cent war risk surcharge is assessed on 
the total net ocean freight charge, therefore, effective immedi- 
ately and until further notice 5 per cent war risk surcharge will 
be assessed on the total net ocean freight charge in connection 
with all cargo to or from West Coast ports of Colombia, Ecua- 
dor, Peru, Bolivia and Chile, which will accrue to the Pacific 
Ocean carriers. 


PETROLEUM TO SOUTH AFRICA 


The Shipping Board has reopened its proceeding in No. 72, 
Atlantic Refining Co. vs. Ellerman & Bucknall Steamship Co., 
Ltd., et al., involving rates on case oil from Philadelphia and 
New York to South African ports. The complaint in this case 
was dismissed under date of December 14, 1932. Later com- 
Plainant and the Port of Philadelphia Ocean Traffic Bureau 
sought reopening. (See Traffic World, Feb. 18, p. 341.) The 
board’s resolution reopening the case follows: 


i a ae rs, Ww 


Whereas, The Atlantic Refining Company, complainant in For- 
mal Docket 72, has, by petition filed under Rule XX of the board’s 
rules of practice, requested reopening of said proceeding and oral 
argument therein, alleging in such petition that the respondent car- 
riers in said proceeding are participating in agreements which are 
unjustly discriminatory against and unfair and detrimental to com- 
Plainant and the Port of Philadelphia, and alleging further that such 
carriers have failed to comply with the requirements of section 15 
of the shipping act in connection with such agreements; and 

ereas, The Atlantic Refining Company in its petition for re- 
opening now formally sets forth that these alleged agreements and 
the alleged failure of the carriers in connection therewith to comply 
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fully with section 15 are material in connection with the issues raised 
by the complainant in Formal Docket 72; an 

Whereas, The Port of Philadelphia Ocean Traffic Bureau has filed 
a similar petition, both of which petitions, together with a petition 
in opposition thereto filed by the carriers, have been given the board’s 
extended consideration; now, therefore, it is hereby 

Resolved, That said formal complaint proceeding Docket No. 72 
be and it is hereby reopened for the purpose of receiving and record- 
ing evidence concerning the allegations of the Atlantic Refining Com- 
pany and the Port of Philadelphia Ocean Traffic Bureau set forth in 
said petitions, and to receive such further evidence concerning the 
issues raised by the complaint in Docket 72 as may be produced; in 
furtherance of which reopened proceeding the board’s Bureau of Reg- 
ulation and Traffic is directed to conduct hearing at New York, N. Y., 
receive evidence and argument and prepare and serve tentative re- 
port upon parties, in consonance with the Board’s Rules of Practice; 
and it is further 

Resolved, That subsequent to the filing by the parties, or any of 
them, of exceptions to said tentative report, the board will hear oral 
argument in connection with said tentative report and in connection 
with the board’s decision of December 14, 1932, in Docket 72; and it 
is further 

Resolved, That the board’s secretary shall forthwith mail under 
registered cover a certified true copy of this resolution to counsel for 
each of the parties and interveners of record in Docket 72, and to the 
Deutsche Dampfschiffahrtsgesellschaft ‘‘Hansa’’ (Hansa-Line), and 
that the board’s secretary shall effect notice of this resolution to the 
public through the press. 


SHIPPING BOARD ORGANIZES 


With confirmation by the Senate of President Roosevelt’s 
appointments to the Shipping Board, the new members took 
the oath of office late March 20 and the next day the board 
held its first regular meeting since the end of the terms of the 
former members March 4. Admiral Hutch I. Cone is chairman 
of the board. The other commissioners are Capt. Gatewood S. 
Lincoln and Capt. David W. Todd. 

The Shipping Board announced it had begun the task of 
reorganizing the board and its subsidiary, the Merchant Fleet 
Corporation, with a view to speeding up the liquidation of the 
government fleet and effecting greater economies. 

“This work,” said the board, “is preparatory to the pro- 
posed merger of all government transportation activities.” 

Chairman Cone said that, in working out its plan of re- 
organization, the new board would do nothing to impair the 
splendid work already performed in building up a strong mer- 
chant marine. 

“The policies laid down by Congress for the development 
of the country’s commercial shipping will be strictly adhered 
to,” said he. “American citizens who with characteristic enter- 
prise have embarked in the hazardous field of ocean transpor- 
tation will continue to receive the wholehearted cooperation of 
those charged by law with the establishment and maintenance 
of the merchant marine. In short, the new board, one hundred 
per cent ‘sea-minded,’ may be counted upon to exert its best 
efforts to promote, foster, and carry to a still higher plane of 
development an industry which plays so vital a part in our 
foreign trade and national defense.” 

The Shipping Board held its second meeting this week 
March 23, but took no action with respect to reorganization, 
it was stated. The board has taken up the reorganization prob- 
lem with other officers of the Roosevelt administration who 
are dealing with it. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the Ship- 
ping Board: 


Orient to Puerto Rico: 2189—Blue Funnel Line with McCormick 
Steamship Company: Arrangement covers through shipments from 
Oriental ports of call of Blue Funnel Line to Puerto Rican ports of 
call of McCormick Steamship Company, with transhipment at Seat-- 
tle. Transhipment expenses are to be absorbed by the carriers. 

2196—Blue Funnel Line with McCormick Steamship Company: 
Covers through billing arrangement covering shipments from Ori- 
ental ports of call of Blue Funnel Line to United States Atlantic 
Coast ports of call of McCormick Steamship Company, with trans- 
pom gy at Seattle. Cost of transhipment is to be absorbed by the 
carriers. 

Australia to Gulf: 2202—Flood Lines, Inc., with Luckenbach 
Gulf Steamship Company, Inc.: Covers through billing arrange- 
ment covering shipments from Australian ports of loading of Flood 
Lines to United States Gulf ports of call of Luckenbach Gulf, with 
transhipment at San Francisco. 

Between Atlantic Coast and Gulf: 2206—Munson Steamship Line 
with Coast Transportation Company, Inc.: Arrangement _ covers 
through shipments between Camden, New Jersey: South Chester, 
Pennsylvania; Baltimore, Maryland; and Norfolk, Virginia, and Mo- 
oe Alabama; and Pensacola, Florida, with transhipment at New 

rleans. 

Territory of Hawaii to Italy and Greece: 2207—Dollar Steamship 
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at New York 


Here manufacturers are offered every possible service that 
their own factory branch could furnish other than selling 
the merchandise. “Store Door” delivery service provides 
economical, efficient distribution. Carload shipments to 
and from terminal are handled without loading or unload- 
ing charges to the shipper. Double-decked terminal 1300 
feet long by 150 feet wide located within the free lighter- 
age limits affords unequaled facilities for the movement 
of inbound and outbound steamship freight. Storage, 
handling and insurance rates are the very minimum. 


Arttantic Tmwewater TERMINALS 
George W. Green, Vice-Pres. & Gen. Mgr., 17 State Street 


at Buffalo, N. Y. 


Modern fireproof warehouses, located in the very heart of 
the wholesale and retail districts, provide for the hand- 
ling of all classes of merchandise in a most efficient man- 
ner. Capacity of 50 cars a day, all of which are worked 
under cover, insures against damage by the elements. 
Served by all railroads entering the city, Great Lakes 
steamers and New York Barge Canal lines. Special atten- 
tion is given to pool-car distribution. 


KeysToNE WAREHOUSE COMPANY 
W. J. Bishop, Gen. Supt., Seneca and Hamburg Streets 
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Fast Economic 


at Norfolk. Va. 


At this great terminal property there is every modern de- 
vice for the rapid and economical handling of cargoes. 
There are three piers, each 1300 feet long, and four open- 
bulkhead berths. Eight warehouses provide 2,200,000 
square feet of floor space. They are served by depressed 
tracks and concrete drives. The receiving, delivering and 
classification yards have a capacity of 4000 cars. The prop- 
erty is served by Norfolk’s eight trunk-line railroads. 


Norrotk Twewater TERMINALS 
J. A. Moore, Manager 
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at Boston 


Nine ocean-going cargo carriers can be berthed and 
worked simultaneously. Direct transfer of cargo—ship to 
rail. 360,000 square feet of covered wharf space. Modern 
concrete and steel buildings contain a half million feet 
of waterside storage space. Located on the line of the 
N. Y., N. H. & H. R. R., with efficient switching to the 
B. & A. and the B. & M. R. R. The strategic location 


makes it the ideal distributing point for merchandise con-, 


signed to the various sections of New England, the Middle 
West and Canadian points. Vessel operators, shippers, im- 
porters and exporters can increase the efficiency of their 
operations by utilizing our facilities. 


Boston TipewaTerR TERMINAL, INc. 
L. J. Coughlin, General Manager, 666 Summer Street 
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at Philadelphia 


Fifteen berths for ocean-going cargo carriers. A million 
square feet of waterside storage. Rail service for B. & O., 
P. R. R. and Reading Company to all points. Railroad 
tracks extend the entire length of all piers. Twenty-five- 
acre yard for the storage and distribution of lumber. New 
concrete and steel shed of 3,000,000 board feet capacity for 
the storage of kiln-dried and finished lumber. Every facil- 
ity for loading and unloading railroad cars and motor 
trucks under cover. 


PHILADELPHIA TIDEWATER TERMINAL 
George M. Richardson, General Manager and Treasurer 
10 Chestnut Street 


nae wh 
ots 


at Philadelphia 


2,100,000 square feet of excellent storage space in 11 mod- 
ern warehouses conveniently located throughout the city. 
Each property is served by one or more railroads, B. & O., 
P. R. R., Reading Company or Philadelphia Belt Line 
R. R. As the largest operators of warehouses in Phila- 
delphia, we are excellently equipped to furnish every 
kind of service incident to the handling of package freight 
on L. C. L. shipments. Liberal cash advances on stored 
goods. Lowest insurance rates. 


Mercuants’ Warenouse CoMPANY 
Malcolm A. Buckey, Asst. Treasurer, 10 Chestnut Street 
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Lines, Inc., Ltd., with Cosulich Line: This agreement provides for 
through billing arrangement covering shipments from Honolulu to 
Trieste, Malta, Venice, Fiume, Naples, and Patras, with transhipment 
at New York. Transhipment expense at New York is to be absorbed 
by the carriers. 

Pacific Coast to South America and West Indies: 2210—Lucken- 
bach Steamship Company, Inc., with Ocean Dominion Steamship Cor- 
poration: Arrangement covers through shipments from Pacific Coast 
ports of call of Luckenbach to specified South American and West 
Indies ports of destination, with transhipment at New York. This 
agreement is filed to supersede Agreement No. 1727, approved by the 
board November 4, 1931. 

Gulf Ports to Australia and New Zealand: 2230—Gulf Pacific 
Line with The Oceanic Steamship Company and Oceanic and Ori- 
ental Navigation Company: Covers through billing arrangement cov- 
ering shipments from United States Gulf ports of loading of Gulf 
Pacific Line to Australian and New Zealond ports of call of The 
Oceanic Steamship Company and Oceanic and Oriental Navigation 
Company, with transhipment at San Francisco or Los Angeles Har- 
bor. Cost of transhipment is to be absorbed by the carriers. This 
agreement is to cancel and supersede Agreement No. 1593, approved 
by the board August 19, 1931. 

British Columbia to Atlantic Coast: 2233—Coast Steamship Co., 
(1922) Limited with Williams Steamship Corporation: Arrangement 
covers through shipments of shingles, green salted hides, and sausage 
casings from Vancouver and New Westminster, British Columbia, to 
Atlantic Coast discharging ports of Williams Line, with tranship- 
ment at Seattle. 

Far East and Orient to Gulf: 2238—Oceanic & Oriental Naviga- 
tion Company with Luckenbach Gulf Steamship Company, Inc.: 
Agreement covers through shipments from Far East and Oriental 
ports of call of Oceanic & Oriental Navigation Company to United 
States Gulf ports, with transhipment at San Francisco or Los An- 
geles. Cost of transhipment is to be absorbed by the lines. 

Orient to Atlantic Coast: 2246—Klaveness Line with Panama 
Mail Steamship Company: Arrangement covers through shipments 
from the Orient to United States Atlantic Coast ports of call of 
Panama Mail Steamship Company, with transhipment at San Fran- 
cisco or Los Angeles Harbor. Transhipment expense is to be ab- 
sorbed by the lines. 

Dutch East Indies to Gulf: 2251—N. V. Stoomvaart Maatschappij 
“‘Nederland,’”’ N. V. Rotterdamsche Lloyd and Holland-America Line, 
with Seatrain Lines, Inc.: Covers arrangement for movement of 
cargo from Dutch East Indies ports of call of N. V. Stoomvaart 
Maatschappij ‘‘Nederland,” N. V. Rotterdamsche Lloyd and Holland- 
America Line to New Orleans, with transhipment at New York. The 
agreement may be canceled by any party giving sixty days’ notice 


to the other parties. 

Orient to Atlantic Coast: 2256—‘‘K’’ Line, Kawasaki Kisen 
Kaisha with Arrow Line: This agreement provides for through ship- 
ments from the Orient to ports of call of Arrow Line on the United 
States Atlantic Coast, with transhipment at San Francisco or Los 
Angeles Harbor. Transhipment expense at San Francisco and Los 
Angeles Harbor is to be absorbed by the carriers. 

Between Norway and Puerto Rico and/or Dominican Republic 
(2259 and 2260): 2259—Scandinavian-American Line with The New 
York and Porto Rico Steamship Company: Arrangement covers through 
shipments between Oslo, Puerto Rico and/or Dominican Republic, with 
transhipment at New York. 

2260—Norwegian America Line with The New York and Porto 
Rico Steamship Company: Covers through billing arrangement cover- 
ing shipments between Bergen, Puerto Rico and/or Dominican Re- 
public, with transhipment at New York. The through rates of these 
agreements are based on rates promulgated by the Association of 
West India Trans-Atlantic Steam Ship Lines. . 

Norway to West Coast United States: 2261—The Norwegian 
America Line with Luckenbach Steamship Company, Inc.: This agree- 
ment provides for through billing arrangement covering shipments 
of canned goods from ports of Norway served by The Norwegian 
America Line to ports on the West Coast of the United States served 
7,  rcarcrene Steamship Company, Inc., with transhipment at New 
ork. 


Agreements Modified 


5-2—United States Lines Company, The Cunard Steamship Com- 
pany, Limited, and White Star Line: Modifies an agreement be- 
tween United States Lines Operations, Incorporated, The Cunard 
Steam Ship Company, Limited, and White Star Line, covering the 
establishment and maintenance of uniform rates on shipments of 
specie, bullion, bonds, and platinum from Southampton to New York. 

479-2—United States Lines Company, The Cunard Steam Ship 
Company, Limited, and White Star Line: The agreement which is 
modified is between United States Lines Operations, Incorporated, 
The Cunard Steam Ship Company, Limited, and White Star Line 
and covers the establishment and maintenance of rates on general 
cargo moving from Southampton to New York. 

_ The purpose of these modifications is to record United States 
Lines Company (United States Lines) as a participating carrier in 
these agreements and as successor of the United States Lines Opera- 
tions, Incorporated (United States Lines). 
te 490-2—United States Lines Company with Munson Steamship 

ne. 

755-2—United States Lines Company with The New York and 
Porto Rico Steamship Company. 

1280-1—United States Lines Company with Bull Insular Line, Inc. 
—. States Lines Company with Barber Steamship 

4 2S, ne, 

_ The purpose of these modifications is to record United States 
Lines Company (American Merchant Lines) as a participating car- 
rier and as successor of United States Lines Operations, Incorporated, 
in agreements covering through shipments from Mexico, West Indies 
and South America to London (490-1); between Puerto Rico and 
London (755-1 and 1280), and from Far East to London (1294). Hach 
agreement provides for transhipment at New York. 

1291-3—Luckenbach Steamship Company, Inc., with Scandinavian 
American Line: Modifies an agreement between Luckenbach Steam- 
ship Company, Inc., and Scandinavian American. Line, approved by 
the Board July 16, 1930 (1291), August 19, 1931, (1291-1), and Septem- 
ber 9, 1931 (1291-2), providing for through shipments of canned goods 
in cases, dried fruit in cases, and apricot kernels in bags from 
Pacific Coast ports to designated Danish ports, with transhipment 
at New York. The modification is for the purpose of extending the 
scope of the agreement to Oslo, Bergen, Stavanger, Trondheim, and 
Christiansund North, Norway. 

1656-1—American-Hawaiian Steamship Company with Transat- 
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lantic Steamship Company, Ltd.: The agreement which is modifieg 
covers through shipments from United States Atlantic Coast ports 
to Australia and New Zealand, via Los Angeles Harbor or San 
Francisco. The purpose of the modification is to reduce the mini- 
mum proportion of the through rates accruing to each carrier under 
this agreement. 

2243-1—Bank Line, Ltd., with Seatrain Lines, Inc.: Modifies 
agreement covering through shipments from the Dutch East Indies, 
Far East, Straits Settlements, India, Ceylon, East Coast of Africa, 
and Egypt to New Orleans, with transhipment at New York. The 
purpose of this modification is to qualify the agreement so that 
nothing therein can be interpreted as applying to traffic from the 
Philippine Islands to New Orleans. 

408-3—-Lines Members of Adriatic, Black Sea and Levant Confer. 
ence, North Atlantic United Kingdom Freight Conference, North At- 
lantic Continental Freight Conference and North Atlantic French At- 
lantic Freight Conference with America Levant Line: Modifies Agree. 
ment No. 408, as amended, which provided for the maintenance by the 
North Atlantic Lines of direct line rates established by the Adriatic, 
Black Sea and Levant Conference on transhipment cargo moving from 
North Atlantic ports to Adriatic, Black Sea and Levant ports via 
United Kingdom or Continental ports. The purpose of the modifica- 
tion is to record the withdrawal of the American Levant Line as a 
participating carrier in this agreement. Withdrawal is requested be- 
cause the America Levant Line is no longer operating a service from 
North Atlantic ports to Adriatic, Black Sea and Levant ports. 

804-1—Holland-America Line, Compagnie Maritime Belge (Lloyd 
Royal) S. A., Red Star Line, and Black Diamond Steamship Corpora- 
tion: Modifies an agreement between Holland-America Line, Lloyd 
Royal Belge, Red Star Line, and Black Diamond Steamship Corpora- 
tion, Managing Operators of the American Diamond Lines, for the 
stabilization of conditions in the United States North Atlantic-Belgium, 
Holland, trade and the pooling of earnings. The purpose of this modi- 
fication is to record Black Diamond Steamship Corporation and Com- 
pagnie Maritime Belge (Lloyd Royal) S. A. as participating carriers 
in this agreement in lieu of American Diamond Lines, Black Diamond 
Steamship Corporation, Managing Operators, and Lloyd Royal Belge, 
respectively. 

1393-2—Quaker Line with United States Lines Company: The 
agreement which is modified covered through shipments from Pa- 
cific Coast ports of call of the Quaker Line to London, England, with 
transhipment at New York. The purpose of the modification is to re- 
cord United States Lines Company (American Merchant Lines) as a 
participating carrier in this agreement and as successor to United 
States Lines Operations, Incorporated (American Merchant Lines). 


OCEAN MAIL CONTRACTS 


Senator McKellar, of Tennessee, had published in the ap- 
pendix of the Congressional Record of March 20 a mass of 
correspondence relating to ocean mail contracts, ship construc- 
tion loans, and the controversy that developed between former 
Chairman O’Connor, of the Shipping Board, and John Nicolson, 
formerly of the Bureau of Traffic of the Shipping Board. Mr. 
Nicolson differed with the board as to the administration of 
the marine aid provisions of the Jones-White merchant marine 
act. The correspondence included a letter to Mr. Nicolson from 
Chairman O’Connor under date of January 23, 1930, notifying 
Mr. Nicolson that his resignation would be accepted effective 
February 1, 1930, but that his salary would be allowed on a 
leave status until March 11 that year. Mr. Nicolson, who had 
considerable to say about ocean mail contracts and ship con- 
struction loans after he left the Shipping Board, said the salary 
for the period February 1 to March 11 “seemed conditioned 
upon my remaining silent from February 1 to March 11 and I 
declined to accept it. It was never paid me.” Mr. Nicholson 
had raised a question about being entirely free to express his 
own views on all matters in the period involved and Chairman 
O’Connor in a letter dated February 1, 1930, asked whether it 
would not be better to have the resignation take effect at once, 
without any leave, and added: “We shall so understand it.” 


FAR EAST CONFERENCE CASE 


The Shipping Board has discontinued its proceeding in 
Docket No. 84, which was instituted on complaint of the Dollar 
Steamship Lines, Inc., Ltd., against the Peninsular & Oriental 
Steam Navigation Co. et al. the Dollar Lines alleging that 
membership was denied it in the Japan China Straits/Bombay 
Conference. The complainant has been admitted to the con- 
ference as an associate member without restriction and re- 
quested that the proceeding be discontinued. 


PORT CHARGES AT LOS ANGELES AND LONG BEACH 

Acting on a petition filed by the Los Angeles Traffic Man- 
agers’ Conference, an association of freight traffic managers 
representing industrial and manufacturing firms of Los Angeles 
and vicinity, the Shipping Board has authorized its Bureau of 
Regulation and Traffic to conduct a proceeding to determine 
lawfulness of an assembling and distributing charge on inter- 
coastal cargo at Los Angeles and Long Beach, Calif. 

It is alleged in the petition that there has been announced 
to the public by advertisement and by tariff publication a dis- 
tributing and assembling charge on intercoastal traffic moving 
through the two ports which is unreasonable in violation of 
section 18 of the shipping act, unjustly discriminatory in viola- 
tion of section 17, and preferential of shippers obtaining cargo 
via San Francisco bay ports. 

In its resolution providing for the inquiry the board said 
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that on February 1, 1933, under authority of section 15 of the 
shipping act of 1916, it had approved an agreement between 
certain common carriers by water and other persons subject 
to the act (Agreement No. 2224) by the terms of which provi- 
sion was made for a uniform and reasonable assemblying and 
distributing charge on intercoastal cargo at Los Angeles and 
Long Beach. The board is to determine not only the lawful- 
ness of the charge but also whether the board’s approval of 
the agreement shall be withdrawn. 


COMMERCE IN U. S. VESSELS 


American flag vessels, in 1932, on the basis of value, car- 
ried 37 per cent of the general imports and 34.5 per cent of the 
domestic exports in the foreign waterborne commerce of the 
United States, according to the monthly summary of foreign 
commerce issued by the Department of Commerce. The corre- 
sponding percentages for 1931 were 33.8 for imports and 35.9 
for exports. In December the percentages were 34.7 for gen- 
eral imports and 35.9 for domestic exports, as compared with 
34.9 for imports and 33.2 for exports in December, 1931. 


MAIL SUBSIDIES 

A bill (S. 506) conferring on the President the power to 
reduce subsidies or subventions granted under the Jones-White 
merchant marine act and the Watres air mail act has been in- 
troduced by Senator McKellar, of Tennessee. The President 
would be authorized to investigate the contracts entered into 
for the carriage of the mails under these acts. If found illegal, 
no further payments would be made thereunder. The President 
also would be authorized to reduce or limit ship construction 
loans made by the Shipping Board. 

Senator Black, of Alabama, has introduced S. 508, a bill to 
further regulate mail contracts and salaries of individuals, com- 
panies and corporations receiving government subsidies and 
government loans. Salaries of congressmen would be the limit 
that could be received by officers or employes of those obtaining 
the aid specified from the government. 


U. S. GAINS IN AIRPLANE EXPORTS 


Manufacturers in the United States are capturing an in- 
creasingly large proportion of the international trade in air- 
planes, engines and parts, according to the Commerce Depart- 
ment’s aeronautics trade division. 

Official records show that in 1932 American exports 
amounted to 40 per cent of all the airplanes, engines and parts 
exported from all countries compared with 19 per cent in 1931 
and 29 per cent in 1929. In 1932, for the first time, the United 
States led all nations as an exporter of airplanes, engines and 
parts. 

Exports of airplanes and engines and parts from the United 
States were valued at $7,947,000 in 1932 compared with world 
exports estimated at $20,000,000. In 1931, United States exports 
were valued at $4,863,000 compared with world shipments to- 
taling $25,372,000, and in 1929 the United States shipped $9,126,- 
000 worth of these products compared with a total world ex- 
ports of $31,041,000. 

Relative to other exporting nations, the United States 
ranked first in 1932, followed both the United Kingdom and 
France in 1931 and was second to the United Kingdom and 
about equal to France in 1929 


IMPROVEMENT OF WATERWAYS 


The Secretary of War has approved an allotment of $195,000 
for construction of dikes, revetments and appurtenant works at 
Sand Island, about ten miles below Astoria, Ore., in the Colum- 
bia River, Washington and Oregon. 


FOREIGN TRADE ZONES 


Representative Celler, of New York, has introduced H. R. 
3657, a bill to provide for the establishment, operation and 
maintenance of foreign-trade zones in ports of entry of the 
United States, to expedite and encourage foreign commerce. 





DOCKETING OF RATE CHANGES 


Communications received by the National Industrial Traffic 
League from D. T. Lawrence, chairman of the eastern traffic 
executive committee, and representatives of the carriers in 
other territories, relative to docketing of proposed changes in 
rates to meet highway and waterway competition (see Traffic 
World, March 18, p. 557), state that it is the view of the carriers 
that, “in meeting of unregulated competition, their acts are nec- 
essarily so circumscribed as to promptitude that they should 
not add to the unavoidable obstacles any other obstacle which 
it is in their power to avoid.” 

As to a shipper suggestion that, though it might not be 
practicable to hold public hearings on such proposed changes, it 
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would be desirable for the carriers to give public notice of the 
changes before they were made, so that interested parties might 
keep informed, it was stated that such action “might well cause 
labor and expense which would not be warranted by the bene- 
ficial results.” It was further pointed out that, as fourth sec- 
tion and sixth section relief were frequently necessary in con- 
nection with the publication of rates to meet competition on 
short notice, many of the more important changes were well 
advertised in advance, 

In a communication from R. C. Fyfe, chairman of the Con- 
solidated Classification Committee, it is recommended that the 
agreement between the League and the carriers as to docketing 
of all proposed rate changes be modified so as to require dock- 
eting of proposed increases in ratings and charges only. Such 
a change in the agreement has been approved by the western 
traffic executive committee, he says. 


AIR TRAFFIC BETWEEN U. S. AND CENTRAL AMERICA 


Air traffic between the United States and Mexico and the 
Central American republics last year practically doubled, com- 
pared with 1931, according to a report from the Matamoros 
consulate, made public by the Commerce Department’s aero- 
nautics trade division. 

During 1932, 2,766 passengers arrived at Brownsville, Texas, 
from Mexico and the Central American countries compared with 
1,242 in 1931. Imports by plane in 1932 were valued at $3,427,- 
804, while exports amounted to $271,118. 

The Mexican government maintains a full staff of inspec- 
tors and postal employes at the Brownsville airport, making it 
unnecessary for planes crossing the boundary to land at Mata- 
moros, Tamaulipas, where there are no aviation facilities. 


TRUCK-WATER-RAIL COMPETITION 


With a view to meeting the competition of a combination of 
trucks to Florida ports, ships through the Panama Canal to 
Los Angeles, Calif., and rail beyond, on canned citrus fruits 
from Florida to Utah, F. L. Speiden, in his sixth section appli- 
cation No. 1729, has asked the Commission to allow him to 
file reduced all rail rates on such traffic, effective on one day’s 
notice. The rates proposed to be established, a blanket of 
110 cents, are to be restricted so as not to apply via routes 
through North Carolina and Virginia and to be made subject 
to Rule 27 of Tariff Circular 20. 

In his application Mr. Speiden said that he had been ad- 
vised that the average trucking cost from interior south Florida 
producing points to Tampa was 10 cents a hundred pounds. The 
available rate from Tampa to Salt Lake City via boat through 
the Panama Canal to Los Angeles and thence by rail, he said, 
was 90.75 cents a hundred pounds, divided as follows: Handling 
at Tampa, 1.75 cents; steamer, Tampa to Los Angeles, 45 cents; 
loading and reloading in cars at Los Angeles, 1.5 cents; and 
railroad rate from Los Angeles to Salt Lake City, 42.5 cents. 
From that recital of facts, he said, it would be seen that the 
average cost of truck, water and rail transportation from in- 
terior Florida canning points to Salt Lake City was 100.75 cents, 
while the present all-rail rates ranged from 162 to 169 cents 
a hundred pounds. 

To obtain a fair share of the traffic, Mr. Speiden said, it 
was proposed to establish an all-rail rate of 110 cents plus the 
emergency charge from Florida canning points to Salt Lake 
City and points taking the same rates. 


MOTORS ATTACK EXPRESS RATES 


Motor operators, in American Highway Freight Association, 
Inc., vs. Southeastern Express Co. et al., a complaint sent to 
the Commission, attack the system of express rates put into 
effect by the express company mentioned and the railroad de- 
fendants on commodities rated fourth class and higher in the 
freight classification that went into effect March 20 (see Traffic 
World, Feb. 11, p. 291 and Feb. 25, p. 398) as violative of sec- 
tions 1, 2 and 6 of the interstate commerce law and section 
1 of the Elkins’ act. The railroad defendants are the so-called 
Southern Railway System Lines. 

Rates on less than carload traffic, for transportation by the 
Southeastern Express Co., the complaint alleges, are and here- 
after will be unjustly and unreasonably low in violation of the 
first section. Further, the complaint alleges that “while con- 
tinuing to publish and maintain their respective less than car- 
load freight rates for freight transportation services . . . the 
defendant ‘Southern Railway System Lines,’ have, by means of 
a device prohibited by sections 2 and 6 of the interstate com- 
merce act and section 1 of the Elkins act, arranged, provided 
and procured, for the commodities between localities specified 
in appendix A (consisting of a list of applicable tariffs), de- 
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partures from such freight tariffs and concessions to affected 
shippers, in this way, to wit:” 


Such Southern Railway System lines have made available to 
the affected freight traffic an expedited passenger train service 
with door-to-door receipt and delivery at rates no higher and 
generally less than the regularly published and filed less than 
carload class rates otherwise applicable on such freight traffic 
for the lesser service involved in freight transportation. The 
method employed to accomplish such unlawful purposes has been 
and is to have such freight traffic received at doors of the ~4 + 
pers by the Southeastern Express Company, thence for it to be 
transported in passenger trains of the Southern Railway System 
lines with the facilities and aid of the railway organization, and 
thence for it to be delivered at the places of business of the con- 
signees by the Southeastern Express Company. 

The railways have not published any changes in their own 
freight tariff rates which would be descriptive of such greater, 
more valuable and more expensive service by the railways but 
instead have combined with and arranged with the Southeastern 
Express Company for it to publish separate tariffs of its own, ap- 
plicable to such freight traffic (although it is not express traffic 
in the usual course of business) and instead of the railways re- 
ceiving as compensation from the shippers the regularly filed and 
published freight tariffs such railways share the earnings with 
the Express Company. Thereby the railroads are supplying greater 
service and accommodations to the shippers than contemplated 
and provided by the railroad freight tariffs, the charges paid by 
the shippers are to some extent less than would be the charges 
published in the railroad tariffs, and the compensation of the 
railroads is very considerably less for the greater service than 
would be their compensation under their own regularly filed and 
published freight tariffs. 


The complaining motor operators assert that they do not 
assume or demand protection of their business against lawful 
conduct of transportation by the defendants; but that they do 
expect and respectfully insist upon adequate protection under 
the laws of the United States against competitive practices by 
the defendants which are forbidden by the enactments of 
Congress and which the Commission was created te enforce. 
The complainants allege that the arrangements and practices 
described by them do and will continue to severally damage 
and injure members of the association engaged lawfully in the 
transportation of freight by motor vehicles over the public 
highways upon which they are dependent for their existence. 


INFORMATION FOR TRUCKERS 


In a movement to help state trucking organizations bring 
the “true story” of highway transportation to the public as 
quickly as possible and “combat the tremendous volume of 
propaganda being released throughout the United States by 
other transportation interests,” Harvey C. Fruehauf, president, 
Fruehauf Trailer Company, Detroit, has organized an informa- 
tion service for state trucking associations. 

Articles, prepared in newspaper style and of local as well 
as national interest, will be sent regularly to highway transpor- 
tation associations in practically all states. The associations, 
in turn, will be urged to place the articles in the hands of 
newspaper editors in their states. 

“Following a survey,’ Mr. Fruehauf said, “we discovered 
that the organized highway users are greatly handicapped when 
it comes to obtaining newspaper publicity. First of all, they 
are being provided with little information which newspaper 
editors can use. They do not have time nor facilities to make 
the broad surveys necessary to ferret out the facts. This we 
propose to do for them, bearing all the expense of the under- 
taking. 

“Our aim is to help present to the public the truth concern- 
ing highway transportation. This is all that is necessary to kill 
many of these unjust bills now being considered by legisla- 
tures in most states. I am convinced that the state trucking 
associations and the newspapers of the country will be glad 
to cooperate in a project such as this.” 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended March 11, which 
was the week of the bank holiday, totaled 437,813 cars, accord- 
ing to the car service division of the American Railway Asso- 
ciation. This was a reduction of 40,014 cars under the preced- 
ing week. It also was a reduction of 137,668 cars under the 
same week in 1932 and 295,767 cars under the same week in 
1931. 

Miscellaneous freight loading the week ended March 11 
totaled 139,417 cars, a decrease of 20,839 cars under the preced- 
ing week; loading of merchandise less than carload lot freight 
totaled 154,423 cars, a decrease of 7,629 cars under the preced- 
ing week; grain and grain products loading for the week to- 
taled 18,127 cars, 9,734 cars below the preceding week; forest 
products loading totaled 13,262 cars, 1,978 cars below the preced- 
ing week; ore loading amounted to 1,790 cars, an increase of 
426 cars above the week before; coal loading amounted to 95,321 
cars, an increase of 3,155 cars above the preceding week; coke 
loading amounted to 4,672 cars, 191 cars below the preceding 
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week; and live stock loading amounted to 10,801 cars, a de. 
crease of 3,224 cars below the preceding week. 

Revenue freight loading by districts the week ended March 
11 as compared with the loading in the corresponding period of 
1932 was reported ag follows: 


Eastern district: Grain and grain products, 4,146 and 5,011; live 
stock, 1,124 and 1,536; coal, 24,773 and 32,630; coke, 2,051 and 2,842: 
forest products 929 and i, 394; ore, 204 and 364; merchandise, aa, ©. 
40,057 and 48, 136; miscellaneous, 31, 644 and 42, 361; total, 1933, 104. 928: 
1932, Pte 274; 1931, 166,868. 

‘Allegheny district: Grain and grain products, 1,914 and 2,684; live 
stock, 934 and 1,290; coal, 23,683 and 29,367; coke, i, "498 and 2, 609: for- 
est products, 567 and 935; ore, 99 and 89; merchandise, i. C, x. 31 1,285 
and 38,555; miscellaneous, 25, 535 and 36, 724; total, 1933, 85, 515; 1932, 
112,253; 1931, 148,118. 

Pocahontas district: Grain and grain products, 203 and 255; live 
stock, 27 and 27; coal, 21,535 and 30, 71: coke, 223 and 317; , aon prod- 
ucts, 463 and 622; ore, 30 and 78; merchandise, L. C. 4,752 and 
5,302; simigcellaneous, 3,583 and 4,026; total, 1933, 30,816; Mose, 41,328; 


1931, x 

i district: Grain and grain products, 1,866 and 2,558; live 
stock, 526 and 813; coal, 12,683 and 21,397; coke, $34 and 350; forest 
products, 4,036 and 6, 369; ore, 51 and 352; merchandise, L. C. L., 
26,978 and 32, 304; miscellaneous, 24,214 and 27,819; total, 1933, 70, 588: 
1932 91,962; 1931, 120,791. 

orthwestern district: Grain and grain products, 3,371 and 5,656; 
live stock, 2,531 and ey coal, 4,436 and 9,046; coke, 509 and 884: 
forest products, 3,997 and 4, 701; ore, 78 and 96; merchandise, ae ©. Ia, 
17,599 and 21,715; miscellaneous, 14, 596 and 18, 136; total, 1933, 47,117: 
1932, 64,612; 1931, 85,700. 

Central’ western district: Grain and grain products, 4,540 and 
7,788; live stock, 4,577 and Mig y coal, 5,550 and 12,227; coke, 98 and 
113; forest product S, 1,828 and 2, 802; ore, 1,190 and 1, "035; merchandise, 
L. Cc. L., 21,594 and 25, 616; miscellaneous, 31, 918 and 28, 034; total, 1933, 
61,295; 1932, 84,767; 1931, 105,360. 

Southwestern district: Grain and grain products, 2,087 and 3,243; 
live stock, 1,082 and 1,602; coal, 2,661 and 6.084; coke, 59 and 101; for- 
est products, 1,442 and 2.144; ore, 138 and 231; * merchandise, L. Cc. oo 
12,158 and 13, 494; miscellaneous, 17,927 and 19, 386; total, 1933, 37, 554: 
1932, 46,285; 1931, 61,482. 

Total, all roads; Grain and grain products, 18,127 and 27,195; live 
stock, 10, 301 and 16,798; coal, 95,321 and 141, 453; coke, 4,672 and 7, 216; 
forest products, 13, 362 ‘and is, 967; ore, 1, 790 and 2,245; merchandise, 
L. C. L., 154,423 and 185,122; miscellaneous, 139,417 ‘and 176,486; total, 
1933, 437, 813; 1932, 575, 481; 1931, 733,580. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 1931 
Four weeks in January ........... 1,910,496 2,266,771 2,873,211 
Four weeks in February ......... 1,957,981 2,243,221 2,834,119 
Week ended March 4 ...........- »827 559,479 723,215 
Week ended March 11 ............ 437,813 575,481 733,580 
ME vekees deca sssaseseeunee 4,784,117 5,644,952 7,164,125 


SHIPMENTS TO CANADA 


The Canadian customs ruling assessing duties at par on 
shipments from the United States from March ¢4 for an in- 
definite period, because of the bank holiday in the United States, 
was terminated at the close of business March 15 when Amer- 
ican exchange was again quoted, according to a report re- 
ceived by the Department of Commerce from Lynn W. Meekin, 
commercial attache at Ottawa. The rate of exchange quoted 
on date of shipment will now govern as formerly. On ship- 
ments made March 16 the American dollar was quoted at $1.18 
3-4 in Canadian currency for duty purposes. 


INVOICES ON GOODS TO CANADA 


The Department of Commerce, by its Bureau of Foreign and 
Domestic Commerce, is endeavoring to advise those shipping 
goods to Canada as to changes that will have to be made in 
invoices, on Sept. 1, 1933, covering goods shipped on consign- 
ment without sale by the exporter, Form N, and goods sold by 
the exporter prior to shipment, Form M. It is sending out 
specimen forms that have been approved by Canadian customs 
officials. 

The significant change in the forms of invoices is intended 
to make the invoices show the “fair market value at time and 
place of shipments.” The words within quotation marks are 
those constituting the column heading in both forms of in- 
voices. The column heading in each form refers to clauses in 
certificates to be made in respect to the value of goods. 

On the back of each form of invoice, the exporter is to 
make representations intended to give the customs officials 
assurances that the figures used in the invoices represent the 
“fair market value at time and place of shipments.” 

On the back of the specimen invoice representing goods sold 
by the exporter prior to shipment there is a “certificate of 
value” to be signed by the exporter or by a partner, official or 
employe having a knowledge of the facts certified to, and to 
be written, printed or stamped on the invoice. 

On the back of the specimen invoice covering goods shipped 
on consignment there is a “declaration” to be signed and sworn 
to, in British countries before a collector of customs, notary 
public or other official] authorized to administer oaths; and in 
other countries before a British or other consul, notary public 
or other official authorized to administer oaths. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves.) 





THE PRINCIPLE OF RECAPTURE 


Editor The Traffic World: 

Mr. Robert Barnard in his courteous criticism of my re- 
marks on “Recapture” (Traffic World, March 18) describes what 
he calls the “principle” underlying “recapture” as stated by 
former Commissioner John J. Esch—namely, “that, as long as 
the group principle is applied in rate making, you must have 
some means of holding down earnings of the most favored roads 
within the group.” 

It is precisely that “principle” which I deny. I know of no 
basis whatever for it. To assert it is to assert that a public 
utility can make “excessive” (i. e., unreasonable) profits from 
reasonable rates. I regard such an assertion as equivalent to 
a contradiction in terms. 

Congress could, no doubt, have compelled carriers in a 
group to “pool” their earnings instead of proceeding by “re- 
capture,” but that would have been an equally arbitrary exercise 
of power without any justification in reason. It would, how- 
ever, at least have kept in carriers’ possession all the earn- 
ings from the reasonable rates instead of diverting a portion 
of them into the public treasury. Upon what “principle” can 
that “diversion” be justified? 

Paragraph (2) and paragraph (5) of Sec. 15a are totally 
inconsistent with each other. The rate-making rule in (2) by 
no process of reasoning known to me is consistent with “re- 
capture” or limitation of individual carrier earnings, however 
that limitation may be expressed. 


New York, N. Y., March 21, 1933. Thomas F. Woodlock. 


RAILROADS AND COMPETITION 


Editor The Traffic World: 

Charges of shippers deserting rail transportation for other 
forms fly thick and fast and the reasons given are various and 
sundry. We cannot help but wonder if the elimination by 
legislation of all competing forms of transport would prove of 
benefit to railroads. 

If, by some magic, it were possible to stop all shipping 
by intercoastal boats, by inland waterways, and motor trans- 
port, would the rail carriers benefit? We are forced to doubt 
that they would. Commodities move by these means of trans- 
portation for reasons of economy and efficiency—seldom from 
choice. 

Excessive rail rates have forced those who were experts 
in rail transportation to learn a new business to seek new 
means of transportation in order that the industries with which 
they were connected might continue to exist. This branching 
out was not done by these men because they desired a change, 
but was compelled by economic necessity. 

Would the elimination of this competition, or its restric- 
tion, be of permanent aid to the railroads, or would it merely 
force out of business those that could not meet the transpor- 
tation costs set up by the rail carriers but who have been able 
to worry along with the lower cost offered by rail competition? 

For three years the carriers have been placing the re- 
sponsibility for their loss of revenue on the competition of 
other means of transport and have disregared the fact that 
other facilities were available in 1929 when railroads hauled 
their greatest tonnage. They have overlooked or refused to 
acknowledge that, by their refusal promptly to meet the situa- 
tion brought about by the depression, they have forced the 
tonnage to move by their competitors and, thus, have made 
the position of their competition stronger and their own posi- 
tion much weaker. 

Can competition be blamed for the shrinkage in produc- 
tion of perishable crops on the Pacific coast, which are being 
reduced because of inability of producers to merchandise their 
crops in distant markets at the cost of production even when 
the cost of production is less than the transportation cost? 

The answer to these questions has been that the railroads 
were not earning a profit in the last few years and had not 
earned a fair return since the enactment of the transporta- 
tion act of 1920, when the present rates were established. 





The trouble with this answer is the same as the trouble 
with the transportation act—it was predicated on the theory 
that no matter whether the existing facilities were needed or 
served a useful purpose or not they should earn a return on 
their value. Such a theory is ridiculous. It is just as foolish 
to assume that, because Congress may say, in a legislative 
mandate, that the railroads shall operate honestly and effi- 
ciently, that will be the result or that it has been. 

We do not believe it is too late yet if the rail carriers will 
take immediate action to correct their errors. A return to 
rates in effect prior to the percentage increases of 1918 and 
1920, the adoption of modern economies, the elimination of un- 
necessary overhead by reduction of official personnel, the ab- 
sorption of subsidiary companies that bleed rail revenues, and 
devotion of efforts by rail executives to rail problems instead 
of propaganda and legislative activities, would permit a return 
to normal tonnage movement at low cost from which those 
rail organizations which deserve a profit would receive it. What 
more have they a right to ask? 

Ivan L. Plette, 
Manager, Yakima Valley Traffic & Credit Assn. 
Yakima, Wash., March 15, 1933. 


REDUCED FREIGHT RATES 


Editor The Traffic World: 

The writer could not permit T. T. Harkrader’s article in 
the March 11 Traffic World, page 505, go by without compli- 
menting him on it, particularly that portion which reads: 


The railroads have been vulnerable to attacks from other forms 
of transportation because their rates are above commodity price 
levels. But a traffic manager’s job is not so much to obtain a profit 
for his department by reduced rates on his company’s shipments as it 
is to ferret out economies that will flow from fitting that particular 
business more precisely to well established existing rate of adjust- 
ments. 


Also the letter from John J. McGinnis, traffic manager for 
Gladdings, McBean and Company, at San Francisco, in the same 
issue in which he says: 


I recognize that, owing to present competitive conditions, it is 
practically impossible to control the commodity price level without 
regulating the value of the dollar, owing to our present enormous 
capacity to produce and the present restricted consumption. Forces 
that will reduce still further the price level can be controlled, how- 
ever; one of these forces is a reduction in freight rates. Another is 
the “tariff.’"’ The trouble American industry is experiencing owing to 
low prices quoted on imports from countries off the gold standard is 
a trouble similar to that which we face from producers outside of our 
own territory; and our internal “tariff’’ is the freight rate. 


It is just too bad that in this day, when price levels are 
gradually sinking, there are not more men connected with the 
traffic managament of concerns having the same idea as the 
two gentlemen referred to. 

J. N. Benedict, T. M., 
Minneapolis-St. Paul Truck Terminals, Inc. 
Minneapolis, Minn, March 22, 1933. 


CIVIL SERVICE EXAMINATION 


The United States Civil Service Commission announces an 
open competitive examination for transportation rate clerk (pas- 
senger). Applications for the position must be on file with the 
U. S. Civil Service Commission at Washington, D. C., not later 
than April 25. The examination is to fill a vacancy in the Bu- 
reau of Supplies and Accounts, Navy Department, Washington, 
D. C., and vacancies occurring in positions requiring similar 
qualifications. The entrance salary is $2,000 a year, less a fur- 
lough deduction of 8% per cent and retirement deduction of 3% 
per cent. Applicants must have had at least three years’ ex- 
perience in positions which required a thorough knowledge of 
the various railroad passenger rates, passenger tariffs, rules of 
the Interstate Commerce Commission, etc., at least two years 
of which must have involved the distribution of passenger rev- 
enues between carriers on through traffic and the determina- 
tion of proper deductions on account of land-grant laws. 








Questions and Answers 


N this column will be answered questions of both legal and practical 
mature that confront persons deal with traffic. A specialist on inter- 
state commerce law, whe is a member of our legal ———-, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. traffic man of long experience and wide knowl- 
will answer questions rela to practical traffic problems. We dé not 
desire to take the place of the ic man but to hel in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may sogees to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

Ne attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





“Tariff Application—Application of Rule 530 of Perishable Tariff 
Where Order Given by Consignee for Discontinuance of 
Heater Service 


Missouri.—Question: I am attaching copy of Item 530 of 
Dearborn’s Protective Tariff No. 6, Supplement No. 7. 

A car of perishables, originating at Hawley, Minn., is billed 
to John Brown, St. Joseph, Mo., arriving December 24th at 7 
A. M. John Brown within 24 hours gave the railroad an order 
discontinuing heater service—car remains on hand until Dec. 
27th, 4 P. M., at which time car is diverted to Hutchinson, 
Kans. In addition to through heater charge from point of 
origin to destination, would there not be a penalty of $2 for 
each 24 hours after 24 hours’ free time has elapsed after arrival 
in addition to through heater charge? 

Also, if car had been unloaded at St. Joseph, would there 
have been a penalty heater charge of $2 per day after first 
24 hours until car was unloaded? 

Answer: Paragraph (B) of Rule 530 of Agent Dearborn’s 
Perishable Protective Tariff No. 6, reads as follows: 


Shipments transported under “Carriers’ Protective Service 
Against Cold” (see Rule 515) will be entitled to heater service 
without extra charge for a period of twenty-four (24) hours 
following notification of consignee of arrival of car in the ter- 
minal train yard serving the final destination. 

fter expiration of the twenty-four hour period, referred to 
in the preceding paragraph, shipments will be subject to a charge 
of two dollars ($2) per car for each twenty-four (24) hours or 
fraction thereof during the entire subsequent period of time car 
is held on hold or team tracks until unloading has been com- 
pleted, except that after consignee has given notice of acceptance, 
to be confirmed in writing, carriers will accept consignee’s order, 
confirmed in writing, reading: “Discontinue heater service,” and 
heater service will then be terminated. Carriers will thereafter 
accept consignee’s order, confirmed in writing, reading: “Resume 
heater service,” for which the charges provided herein will again 
accrue. 

Charges as above provided will accrue for all time which 
elapses in excess of the twenty-four hour period while car re- 
mains at first billed delivery point, is in process of movement 
within switching limits at destination, ov is on track at final un- 
loading point. 


In our opinion, the provisions of paragraph (B) may be 
applied| to the car while held at St. Joseph, Mo., as apparently 
the conditions thereof were met by the consignee at that point. 
If so, no charge may be made under Rule 530, as the car 
was not under “Carrier’s Protective Service Against Cold” after 
the order given by the consignee for the discontinuance of 
the heater service. In our opinion the subsequent reconsign- 
ment of the car was a matter apart from the movement of the 
shipment under “Carriers’ Protective Service Against Cold,” 
there having been a discontinuance of the service prior to the 
-reconsignment of the car. 


Tariff Interpretation—Application of Rule 13 in Connection With 
Section 4, of Rule 10 of Classification 


Wisconsin.—Question: In your weekly Traffic World of 
February 7, 1931, on page 372, under the caption “Tariff Inter- 
pretation—Minimum Charge on L. C. L. Shipments Moving on 
Same Bill of Lading With Carload Shipment.” 

Under Section 4, of Rule 10, of Consolidated Freight Classi- 
fication No. 6, it is permissible to apply the carload rate and 
minimum or actual weight on one of the commodities, and the 
L. C. L. rate at actual weight on the other commodities if the 
combination of such charges are lower than by the application 
of the mixed rate under Rule 10 referred to. We have in 
mind a carload shipment of empty cereal beverage containers 
returned from a point in Wisconsin to Milwaukee, the actual 
— of which was 19,857 Ibs. The minimum weight is 15,000 
Ibs. 

In this car we also included an L. C. L. shipment of an 
old battery which weighs 20 Ibs. Under Section 4 of Rule 10 
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it is permissible to apply the carload rate to the 19,857 Ibs, 
and the L. C. L. rate at the actual weight on the old battery, 
It is, therefore, our belief that the minimum charge under Rul 
13 of Consolidated Freight Classification No. 6 has no bearing 
whatever on a shipment of this kind. 

However, if our interpretation is not correct we will appre. 
ciate further enlightenment from you on the subject. 

Answer: As Section 4 of Rule 10 of the Classification dogs 
not make reference to Rule 13, and as the portion of a ship. 
ment subject to the provisions of Rule 10 which is charged 
for at the less than carload rate is, in the absence of a pro. 
vision to the contrary, to be treated as a part of a mixed car. 
load shipment, we are of the opinion that the provisions of 
Rule 13 do not govern Section 4 of Rule 10. 


Delay—tLiability of Carrier for 


Massachusetts.—Question: A car of perishables was shipped 
from California. Routing was direct and would not delay the 
car at any point for connections, being transcontinental ship. 
ment. The refrigerator company, owners of the equipment, 
notified the consignee when car passed Chicago, and also ad. 
vised when due at destination. On the strength of this notice 
and also the regular running time of cars from point of ship. 
ment, the consignee sold the car to another party with the 
understanding the car would be in on the day specified. How- 
ever, the day it was to arrive was a Sunday, the buyer wish- 
ing to use the car on that day, Sunday, in order to wash and 
pack for the holiday business Monday, it being Thanksgiving 
week. The car did not arrive as scheduled but came in the 
following day. 

In order to get the buyer to keep the car, an allowance 
was granted and of course the consignee filed against the car- 
rier for loss on account of delay in transit. The carriers con- 
tend that they are not liable because of failure to have the 
car available Sunday, it not being a legal working day. 

Have there been any cases settled in any court along these 
lines, as it is reasonable to suppose that a car rolling and 
due to arrive on a certain day, whether it be Sunday or not, 
should reach its destination as scheduled? Carriers accept 
cars on Sunday at shipping points for shipment, therefore, in 
our opinion, the argument of the carriers lack emphasis. 

Answer: Damages recoverable for delay in transportation 
must be such as might reasonably have been contemplated by 
the parties at the time the contract of carriage was made, and 
special damages for delay are recoverable only in case the 
shipper, at the time he tendered his goods for shipment, in- 
formed the carrier of the special circumstances which rez- 
dered the prompt transportation and delivery of the goods at 
their destination necessary. 

If the goods were unreasonably delayed, the carrier is 
liable for special damages if it hag notice that such damages 
will result from its failure to transport the shipment with rea- 
sonable dispatch. Notice of special circumstances puts on the 
carrier the duty to use diligence commensurate to the require- 
ments of the case. The carrier’s duty, however, is fully per- 
formed when, on receipt of the notice, it uses reasonable dili- 
gence to forward the goods promptly. It may not, except under 
a tariff which provides for rates based upon delivery within 
a specified time, contract to deliver goods at a specified time. 
Cc. & A. Ry. Co. vs. Kirby, 225 U. S. 155, 32 S. Ct. 648. This 
case does not hold that a carrier may not be held liable in 
damages for unreasonable delay to goods, but it does hold that 
except under proper tariff provisions, a contract to deliver 
within a specified time is void, as constituting discrimination 
in favor of a particular shipper. 

A carrier is, however, not an insurer against delay in the 
transportation of goods. The principle on which the carriers’ 
extraordinary liability is founded does not extend to the time 
occupied in transporting the goods. The shipper assumes the 
risk of unavoidable accidents and the usual and ordinary delays 
incident to the ordinary conduct of the carrier’s business. 
Nevertheless, if damage results from failure, without good ex- 
cuse, to deliver the goods at their destination within a reason- 
able time, the carrier is liable for such damage. When a com- 
mon carrier undertakes to convey goods, the law implies a 
contract that they will be delivered at destination within a 
reasonable time. The law does not attempt to fix by rule 
what is a reasonable time. What is a reasonable time is not 
susceptible of being defined by any general rule, but the cir- 
cumstances of each particular case must be adverted to in 
order to determine what is a reasonable time in that case. The 
mode of conveyance, the distance, the season of the year, the 
character of the weather, the ordinary facilities for transpor- 
tation, and an unusual rush of business, if there was such, 
are to be considered in determining whether in the particular 
case there has been an, unreasonable delay. 

A failure to transport with reasonable dispatch constitutes 
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you use these — 


ECONOMIES 
await you along the Cand O 


‘Many industrial users of these raw ma- 
terials have proved that location along the 
Chesapeake and Ohio has reduced their 
costs. The savings have resulted from four 
favorable factors: 

1. The raw materials listed can be, and 
are being, assembled at reasonable costs 
from adjacent sources. 

. Fuel supplies (whether coal, oil or gas) 
are at the door—in the Kentucky-West 
Virginia hills of C & O territory 

. Labor supply is: first, of unusually high 
calibre—80% native American; second, 


highly productive at moderate wages; 
third, temperamentally prejudiced in 
favor of cooperation. 


. Industrial sites are numerous; land and 
building costs are low; municipal co- 
operation is both practical and friendly. 


Add to these favorable factors the ship- 
ping facilities of Chesapeake and Ohio’s 
“on time” freight service—the close prox- 
imity of the center of population—and the 
demonstrable superiority of C & O terri- 
tory is emphatically confirmed. 


Indeed, it would be difficult to find, any- 
where in America, a region where circum- 
stances combine as successfully to provide 
low raw material costs, economical fuels 
of highest quality, reliable labor, and in- 
expensive plant location. 


Does this interest you? Then, get in touch 
with the Industrial Commissioner of Chesa- 
peake and Ohio Lines. Inquiry costs you 
nothing. It may save you much. 


Geo. D. Moffett, Industrial Commissioner, 
Richmond, Virginia. 


CHESAPEAKE aa OHIO 


“THE ROUTE OF THE GEORGE WASHINGTON” 


PAGE 601 











PAGE 602 





unreasonable delay for which the carrier is liable unless the 
carrier can show that it was free from negligence or that the 
delay was the result of one of the excepted causes, i. e., an 
act of God, etc. 

In the following cases it was held that the carrier was 
liable for damage resulting from failure, without good excuse, 
to deliver goods at their destination within a reasonable time: 
Baltimore, etc., R. Co. vs. Whitehill (Md.), 64 At. 1033; Penn- 
sylvania Co. vs. Clark (Ind.), 27 N. E. 586, 28 N. E. 208; Tilles 
vs. Chicago, etc., R. Co. (Iowa), 120 N. W. 672; Higgins vs. 
U. S. Express Co. (N. J.), 85 At. 450; Frey vs. New York 
Central, etc., R. Co. (N. Y.), 100 N. Y. S. 225. 

The allowance made the consignee is in the nature of spe- 
cial damages, the recovery of which requires notice to the car- 
rier at the time of delivery of the goods to the carrier for 
transportation. Unless the delay was unreasonable and there 
was a loss due to market decline because the goods arrived 
too late for market on the day they should have arrived, there 
can, in our opinion, be no recovery. 


Delay—Liability of Carrier Where Longer of Two Routes Is Used 


Massachusetts.—Question: In regard to perishables, is it 
not the duty of the carriers to route cars the most direct route 
in the event no routing is specified on the bill of lading? The 
point we have in mind is that by routing the car on the in- 
direct route, it brings the car to destination one day later than 
by the direct route. 

Answer: A carrier must make freight deliveries in a rea- 
sonable time. In, the absence of a contractual fixed time the 
common law implies a contract to deliver freight at destina- 
tion within a reasonable time. C. & O. R. Co. vs. Coleman 
Fruit Co., 294 S. W. 463; Frawley vs. A. T. & S. F. R. Co, 
299 S. W. 93. 

The mere fact that the longer route is open or provided for 
in tariff, does not,-in our opinion, warrant the use thereof if 
the time the shipment is in transit is unreasonable. In Buel, 
Prior & Daniels vs. St. L. & S. F. Ry. Co., 153 Pac. 536, it was 
held that in an action for negligent delay in the transporta- 
tion of live stock, the mere proof of a schedule adopted by a 
carrier and that the shipment was made within the schedule 
time will not excuse a carrier if there is evidence of negligent 
delay in transportation. See, also, St. L. S. F. & T. Ry. vs. 
Armstrong, 166 S. W. 366, in which case the court said: 


Moreover, the material question relating to the time occu- 
pied in the several transportations was not one of train schedule, 
but one of negligence vel non. If the time consumed was not 
unreasonable, the jury under the court’s charge was not author- 
ized to find for the plaintiff. If it was, no schedule would justify. 
All assignments raising the question so presented must there- 
fore be overruled. Fo 5 City of Dallas vs. Beeman, 55 e W. a 
(rez.); HB. & T. C. R. vs. George, 60 S. W. 3138; G. & S., 
Ry, Co, vs. Porter, *i S. W. 343; T. & P. Ry. Co. vs. ane t6 

Railroad Leases—Recision of 


Kentucky.—Question: In June, 1930, we leased some four 
acres of property owned by the A. & B. Railroad at one of its 
ports on the Atlantic Coast, the property tendered by the 
A. & B. Railroad in competitive solicitation for the purposes 
of a large warehouse and distributing point for our products. 
Several other competing rail carriers at the same port were 
anxious to locate us on their terminal property, so much so 
that a lease for account of the A. & B. Railroad, which hap- 
pened to be the most desirable location, was prematurely exe- 
cuted, so to speak, at the solicitation of the A. & B. Railroad 
upon somewhat presumptive knowledge of a prospective out- 
bound rate adjustment peculiar to our products, which failed 
to materialize later on. 

Briefly stated, we are now parties to a lease of railroad 
property executed three years ago, but of no use to us now 


since the rate situation, which was in contemplation at the- 


time the lease was executed, is now hopeless and discouraging 
of a warehouse and distributing plant on the terminal of the 
A. & B. Railroad. The termination clause in the lease is for 
account of the lessor, but not the lessee, notwithstanding the 
understanding as between interested parties before the lease 
was executed, although not expressed in contractual terms, con- 
templated our use of the property only in the event the ex- 
pected rate adjustment came into being. 

The A. & B. Railroad is now endeavoring to collect the 
rental consideration under a lease which has always been re- 
garded more as a protection to the lessor than to the lessee, 
as it bound our interests to a location on these carriers’ prop- 
erty when conditions became favorable for that purpose. We 
regard the annual rental as an unearned consideration for a 
lease of property which has not been sought by any other com- 
peting industry since we have held it under lease. 

Is it your opinion that the A. & B. Railroad can force pay- 
ment of this rental consideration indefinitely under an executory 
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lease, which covers property on which the lessee has not mag, 
one dollar’ 8s worth of improvements? This question is askeg 
because of the fact that most all carriers refund unearng 
rentals to us when their property is cleared of our Warehonge 
after abandonment? Do you know of any decisions in stat, 
courts directly in point? 

Answer: There are various grounds for the recision of 
lease by either party thereto, such as fraud, mutual mistake of 
fact, mistake of law under the statutes of certain states, ang 
the failure of the lessor or the lessee to perform certain obliga. 
tions imposed on him by the lease. 

Under the facts set forth in your letter there appears to 
be three grounds which you seem to think might be urged as 
a basis for recision. 

The first is the fact that the termination clause in the 
lease is for account of the lessor only. By the weight of 
authority there is no invalidity in a lease for lack of mutuality 
because one party has the option to terminate the lease. Brey. 
ster vs. Lanyon Zinc Co., 140 Feb. 801; Cleveland vs. Little 
Cahaba Coal Co., 205 Ala. 369, 87 So. 567; Vinyard vs. Republic 
Iron, etc., Co., 205 Ala. 269, 87 So. 552; Neistadt vs. Joseph 
(Ind.), 1389 N. E. 336; Montanus vs. Buschmeyer, 158 Ky. 53, 
154 S. W. 802; McCullough vs. Smith, 243 Fed. 823. 

To the contrary, however, see Reese vs. Zinn, 103 Fed. 97, 
in which case the court said: 


The court, without intending to file an elaborate opinion in 
this case, will content itself upon this occasion merely to state 
its conclusions upon the merits of the controversy. The court 
is therefore of opinion that the plaintiffs are entitled to relief 
under the bill filed in this case. * * * Second, because the con- 
tract is void for want of mutuality, for the reason that it puts 
it in the power of the lessee to terminate the lease at will, and 
thereby confers the power of the lessee to terminate the ‘lease 
at will, and thereby confers the same power upon the lessor. 
This principle is well settled by numerous decisions, = in 
our own courts, as well as courts of other states. & 
Eng. Enc. Law, 757; Kelley vs. Waite, 12 Metc. (Mass.) 300: 
2 Bl. Comm. 146; Guffey vs. Hukell, 34 'W. Va. 49, 11 S. E. 754, 
8 LRA 759; Roberts vs. Bettman, 45 W. Va. 143, 30S. E. ng guclypse 
Oil Co. vs. South Pennsylvania Oil Co. (W. Va.), 34 S. 923. 


See, also, Lindlay vs. Raydure, 239 Fed. 928, reviewing 
the above and numerous other cases. In this case the court 
held that the validity of an oil and gas lease, which the lessee 
could surrender at his option, is a local question, the decision 
of which by the courts of the state in which the land is located 
is binding on the federal court. 

The second point is the understanding that, as between the 
interested parties before the lease was executed, although not 
expressed in contractual terms, the lease contemplated the use 
of the property by the lessee only in the event the proposed 
rate adjustment came into being. As a general rule, a lease 
made in full execution of a contract for a lease merges the 
provisions of the contract therein, and a like rule applies to 
all prior negotiations and agreements leading up to the execu- 
tion of the lease, including oral agreements, and also to prom- 
ises made contemporaneously with the execution of the lease. 
Moore vs. Coughlin, 127 App. Div. 810, 111 N. Y. S. 856; Ranalle 
vs. Zeppelelle, 94 N. Y. S. 561. 

The third point is that the lessee has not been able to 
make use of the property and has not made the contemplated 
improvements thereon. The lack of a sufficient consideration 
or the fact that the lease has not proven to be of value to the 
lessee, are not grounds for the recision of the lease. 

Unless there was fraud, misrepresentation or concealment 
on the part of the carrier, which fact must be proved, which 
does not appear from the facts you set forth, recision in the 
instant case apparently can be had only upon the ground of 
lack of mutuality of the termination clause, under the decisions 
of the courts, which hold that ai lease which does not give both 
parties the right of terminating the lease is invalid. 


Reparation—Rule 56 


Michigan.—Question: On March 10, 1931, our Philadelphia 
dealer, through a cartage company, delivered to the Pennsyl- 
vania Railroad one truck chassis with cab, weighing 8,100 
pounds. The straight bill of lading was made out to—Baltimore 
and Carolina S. S. Co., Pier 5—Pratt St., Baltimore, Md. A 
car 36 feet in length was ordered and 40 ft. 6 in. car loaded 
for carrier’s convenience. In the body of the bill of lading was 
shown—For shipment to—Motor Sales & Service Co., 15 Bay 
St., East Charleston, S. C—Charges were to be prepaid. 

Freight charges were paid on the basis of the through rate 
of $1.04 per cwt. as per P. R. R. Tariff 1307-A, I. C. G 268. 
Rule 4 of that tariff covers the use of the aggregate of inter- 
mediates and we find a local rate of $0.38 per cwt. (second 
class) applying from Philadelphia to Baltimore and a propor- 
tional rate of $0.44 in effect between Baltimore and Charleston, 
when originating at Philadelphia, as per B. & C. S.S. Co. tariff 
I. C. C. A-21. 
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| “TIME—DISTANCE” 


ITH present day railway transporta- 

tion facilities, distances are computed 
in hours, not miles. Transportation months 
have been reduced to weeks— weeks to 
days— and days to hours. 

“Precision Transportation”, the nation- 
ally-famous merchandise freight service of 
the Norfolk and Western Railway has re- 
duced the distance between the Virginia 
Seacoast region and the Midwest to the 

Any Norfolk and Western representative will be glad Shortest “time-distance” in history. It is 
to explain “time-distance” and “Precision Transporta- 


tion”’—and their relation to your shipping problems. now only “a stone's throw” between the 
East and the West. 


NORFOLK AND WESTERN 
RAILWAY. 






PRECISION TRANSPORTATION 
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Do you feel as we do that the above combination should 
apply, or should we be charged on basis of through rate or 
combination of locals as per B. & C.-I. C. C. A-21?: 

Apparently the execution of the original bill of lading is 
what is back of considerable discussion and correspondence and 
as we do not happen to have the tariffs above referred to in 
our possession we are at a loss to make a definite decision. 
We therefore will greatly appreciate it if you will, after check- 
ing into the matter, let us have the benefit of your experience. 

Answer: Rule 4 of Pennsylvania Railroad Tariff 1307-A, 
I. C. C. 268, is published under authority of Rule 56 of the 
Commission’s Tariff Circular 20, and contains the provision 
that the carriers will, where a through rate exceeds the aggre- 
gate of intermediate rates from and to the same points, reduce 
such rate to the actual aggregate of the intermediate rates, 
and that the carriers, parties to the tariff, agree that on any 
shipment on which the higher rate has been charged, applica- 
tion will be made to the Interstate Commerce Commission for 
authority to award reparation on the basis of the aggregate of 
intermediates in effect on the date of shipment. The Commis- 
sion has, in numerous cases, awarded reparation on this basis. 
See Northern Casket Co. vs. Ann Arbor R. R. Co., 139 I. C. C. 
71, and Babcock & Wilson vs. Pennsylvania R. R. Co., 139 I. C. C. 
465. 


Perishables—Canned Goods—Protection of Where Moving in 
Refrigerator Cars 


Wisconsin.—Question: My attention has been called to 
your answer to “New York,” on page 403 of the February 25, 
1933, Traffic World, under the above caption. Your answer 
states that the only notation that can be used is ‘Carriers’ Pro- 
tective Service in Heater Territory,” and the ventilation service 
notation for the haul beyond heater territory, which you gave 
as follows: 


Standard ventilation: 
Keep all plugs in and vents closed regardless of weather. 


This instruction is contradictory, for standard ventilation 
means the opening of vents and plugs when the temperature 
rises above 32 degrees and the closing of all vents and plugs 
when the temperature drops below 32 degrees, and the second 
part of the notation is a request to keep all vents and plugs 
closed, regardless of weather. 

The proper notation in this case should have been: 


Ventilation service: 
Keep all vents closed and plugs in, regardless of weather. 


If you look up Rule 85, in supplement 5 to National Perish- 
able Freight Committee No. 6, I. C. C. No. 5, you will find that 
my contention is correct. 


Answer: Under both Rule 85 and Item 1130, unless instruc- 
tions to the contrary are received, shipments of canned goods 
will be handled with the ventilators closed and plugs in. It 
is not necessary, as you state, to give instructions as to 
ventilation in so far as canned goods are concerned, in view 
of the provisions of Rule 85 and Item 1130 above stated. 

Our answer does not state that the only notation that can 
be used is, “Carriers Protective Service in Heater Territory,” 
and the ventilation service notation for the haul beyond heater 
territory, set forth in the first paragraph of your letter. Our 
answer refers to Rules 81 and 85, Rule 81 stating what will be 
done when no instructions are received from the shipper, while 
Rule 85 states what instructions may be given when ventila- 
tion service is desired. 

In regard to the second paragraph of your letter, inasmuch 
as the portion of Rule 505, to which we referred in our answer 
to New York, related to “Carriers’ protective service against 
cold,” it would appear that the carrier may limit the instruc- 
tions which the shipper may give. At any rate this is a ques- 
tion which goes to the reasonableness of the provisions and 
not to the matter of tariff interpretation. 


Routing and Misrouting—Shippers Routing: Incomplete—Duty of 
Carrier 


Florida—Question: In April, 1932, we shipped a car of 
grapefruit to Mabscott, West Virginia. This grapefruit moved 
from Umatilla, Florida, which is on a branch line of the At- 
lantic Coast Line Railway. Mabscott is located on a branch 
line of the C. & O. Ry. Co. Through error, we routed the car 
A. C. L.-Virginian. The A. C. L. delivered the car to the Vir- 
ginian Railway, who hauled the car to Deepwater and delivered 
it there to the C. & O. Railway, who hauled the car back to 
Mabscott. The through rate does not apply via this route, 
consequently we were charged the combination rate which 
amounts to $75.04 more on the car than the through rate would 
have been. 

The point is this: We routed the car erroneously and ad- 
mit it. However, the car was destined to a point not located 
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on the Virginian Railway, but in spite of this the A. C. L. de 
livered the car to the Virginian and the Virginian accepted jt 
and neither road notified us the through rate would not apply, 
The A. C. L. takes the stand it was the shipper’s routing, which 
is correct. However, the routing was incomplete to destina. 
tion, since Mabscott is not located on the Virginian Railwa 
and the error in routing is very apparent and should have beg, 
called to our attentiom somewhere along the line. 

A traveling traffic representative tells us he thinks he has 
read of some previous similar case which was decided in favor 
of the shippers. Do you think we are entitled to the through 
rate on this car? Do you have reference in your files to any 
previous similar case which was decided in favor of the ship. 
pers? 

Answer: The Commission has held that where the routing 
instructions of the carrier are incomplete it is the duty of the 
carrier to forward the shipment via the cheapest route con. 
sistent with the shipper’s instructions. Austin Powder Co. ys, 
W. & L. E. R. R. Co., 45 I. C. C. 199; Green Bag Specialty Co, 
vs. N. Y. & L. B. R. R. Co., 50 I. C. C. 237; Central Pa. Lumber 
Co. vs. B. & S. R. R. Co., 52 I. C. C. 329; E. I. du Pont de 
Nemours vs. C. of N. J., 55 I. C. C. 243. 

In the instant case, if the shipment to which you refer 
was forwarded via the cheapest route composed of the lines 
specified by you in bill of lading in connection with the car. 
rier on which the destination is located, there was no mis. 
routing on the part of the initial carrier and no obligation on 
the part of that carrier to advise you that the through rate 
did not apply via this route. 


Routing and Misrouting—Carrier Cannot Be Charged With 
Knowledge of Consignee’s Plant Location 


Ohio.—Question: We are writing you in reference to a 
matter that has come up in our traffic department, in regard 
to which we would appreciate having your opinion with cita- 
tions. 

Recently a car of merchandise was forwarded from our 
factory to New York City. The bill of lading carried routing 
Pennsylvania Railroad to Terminal Warehouse at 27th Street. 
The local agent of the Pennsylvania Railroad Company ac- 
cepted this merchandise and signed bill of lading, returning 
same to us. It later developed that this car was billed to 
Desbrosses Street Station and that the Pennsylvania Company 
could not make a drill to our customers siding in the Terminal 
Warehouse, New York City. This warehouse being located on 
the Lehigh Valley Railroad, it was necessary for our customers 
to issue new instructions to the Pennsylvania Company in order 
that the merchandise could be delivered to his warehouse. This 
created an excess charge, which was charged back to us. What 
we are attempting to develop at this time is whether or not 
we have a legitimate claim against the transportation com- 
pany for not delivering this car as was noted on the Dill of 
lading, whether by advising us at the time of shipment that 
they would be unable to deliver as we desired or to have made 
delivery at our customer’s request without additional charge. 

Answer: In our opinion the decision of the Commission in 
Ohio Iron & Metal Co. vs. C. M. & St. P. Ry. Co., 28 I. C. C. 
703, is applicable to the facts in the instant case. In this case 
the Commission held that in the absence of tariff provision 
to the contrary, the transportation rates shown in the carrier’s 
tariff to a given point include delivery only on its own rails, 
and that shippers desiring delivery on the rails of another 
carrier ordinarily must bear the reasonable switching or trans- 
fer charges incident to such delivery; that where the instruc- 
tions given by the shipper made no mention to the bill of 
lading carrier of the location of the consignee’s plant there is 
no obligation on the initial carrier to do more than deliver the 
shipment at an accustomed delivery point. See also the de- 
cision of the Commission in Lynchburg Chamber of Commerce 
vs. Southern Railway Co., 115 I. C. C. 625. Under the decision 
in this case if you desired delivery on the rails of another 
carrier, other than that of the carrier to which the shipment 
was delivered, you should have specified the name of the 
delivering carrier. 

Tariff Interpretation 

Kansas.—Question: C. B. & Q. Tariff No. 32-M, I. C. C. 
No. 17855, in Item No. 590, publishes a rate on flour from Kan- 
sas City to Cedar Rapids, Iowa, routing C. B. & Q.; Des Moines, 
Iowa, and C. & N. W. In the same tariff, in Item No. 620, 
there is alsd published a rate of 15%c from Kansas City to 
Cedar Rapids routing C. B. & Q. Council Bluffs, Iowa, and I. C. 
Railway. 

C. & N. W. road haul and delivery is desired and it is our 
opinion that the rate published in Item 620 via I. C. can also 
be protected via C. & N. W. under the provisions of Item No. 
60-A of Supplement 45 to Agent Boyd’s Tariff No. 232, I. C. C. 
No. A2204, which states that “if the aggregate of separately 
established (joint, local and/or proportional) rates applicable 





Vol. LI h 
» No. 12 @ Mare 


0. 12 | March 25, 1933 PAGE 605 


IL. de. 
ted it 
apply, 
Which 
Stina. 
hilway 

been 
€ hag 
favor 
rough 
0 any 
Ship- 
Uting 
of the 
' Con 
O. Vs, 
Y Co. 


Irs PERFORMANCE—dependabil- 
ity fromstart to finish that marks 
the thoroughbred. As surely as 
the pedigreed horse in the pad- 
dock can be relied upon to take 
honors in his class—so can you 
rely upon Frisco to provide, at 
all times, the finest of modern 
transportation facilities. 


Motive equipment with pow- 
er to spare and well-kept road- 
beds enable Frisco to maintain 
fast schedules. Well located 
terminal facilities with the latest 
modern equipment, speed ship- 
ments and insure dependable 
on-time delivery. And an en- 
thusiastic Frisco personnel 
constantly strives to serve you 
better. 

From, to or through Frisco- 
land, ship and travel “via Frisco” 
and enjoy a service that is out- 
standingly fine—a service that 
shortens your journey and 
saves “time in transit” on 
your shipments. 

S. S. BUTLER 


General Traffic Manager 
Saint Louis 
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on interstate traffic contained in tariff lawfully on file with 
the Interstate Commerce Commission applicable via any route 
over which the through rates published in this tariff apply, 
produces a lower charge than the rates published herein, such 
aggregate of rates will apply via all routes over which the 
rates shown in this tariff are applicable, and the through rate 
published in this tariff has no application to that shipment.” 

We shall be glad to have your interpretation of the appli- 
cation of the tariffs mentioned. 

Answer: The rate published in C. B. & Q. Tariff No. 32-M, 
I. C. C. 17855, in Item No. 590, is the applicable rate to apply 
on shipments routed in connection with the C. & N. W. There 
is no provision in the tariff for the application of the rate 
published in Item 620 on shipments routed in connection with 
the C. & N. W. R. R., and.the provisions of Item 60-A of Supple- 
ment 45 to Agent Boyd’s Tariff No. 232, I. C. C. No. A-2204, 
have no application to rates published in C. B. & Q. Tariff 
No. 32-M, Item 60-A of the former tariff is limited in its appli- 
cation to the rates published in that tariff. 


Tariff Iinterpretation—Application of Rule 15 of Classification— 
Unloading Charge 


New Jersey.—Question: Please advise whether a carrier 
may legally assess the unloading charge provided for by sec- 
tion 2, Rule 15, of the Consolidated Freight Classification No. 7 
under the following circumstances. 

The shipment was loaded by the originating carrier and 
arrived at destination in the same car. The delivering carrier 
opened the car and checked the contents to determine whether 
there was any other freight in the car and then had the car 
switched to our private siding, where same was unloaded by us. 

The carrier contends that checking the contents is equiva- 
lent to unloading and therefore they may assess 2%c per hun- 
dred pounds as an unloading charge. 

We contend that this charge may be assessed only where 
the carrier actually unloads the shipment. 

Answer: In our opinion, the charge provided for by section 
2, of Rule 15 of the Consolidated Classification, may not be 
assessed against the shipment in question, except as a load- 
ing charge. The provisions of the rule merely provdie that 
the charge is applicable for loading and unloading freight. 
There is, therefore, no authority for assessing the charge at 
destination by reason of the fact that the carrier checked the 
contents of the car. Apparently, this checking of the car was 
for its own purposes, but, regardless of the purpgse, there is 
no published charge in Rule 15 therefor. 


Reparation 


Kentucky.—Question: Please cite us to orders or opinions 
of the Interstate Commerce Commission that we may use in 
connection with an informal complaint attacking rates in viola- 
tion of sections 1 and 3 of the Interstate Commerce Act, par- 
ticularly cases where rates charged on shipments we have re- 
ceived were practically double the rates charged to intermediate 
nearby points—say, within 30 or 60 miles of our city, on like 
traffic originating at the same points of origin and involving 
hauls of from 300 to 1,000 miles. 


In other words, during a certain period, we were charged 
on certain commodities rates considerably in excess of rates 
applicable on the same commodities to nearby points located 
directly intermediate to our city, and would like to have 
opinions or reports of the Commission covering such cases in 
informal proceedings. 

We understand it is not necessary to file formal complaints 
with the Commission for recovery of excessive charges in cases 
of this nature. 

Answer: There are four ways in which a claim for repara- 
tion may be filed with the Commission. An informal complaint 
may be filed by the shipper; the claim may be placed upon the 
Commission’s special docket by the carrier; a complaint may 
be filed with the Commission on its formal docket and handled, 
either under the shortened procedure, that is, by memorandum 
of facts, or by formal complaint with hearing. 

Where a claim is filed by a shipper on the Commission’s 
informal docket the Commission can issue no order directing 
the payment of reparation, it being necessary for the carrier to 
agree to pay the amount which the Commission finds to be 
due the complainant. There must, of course, be an agreement 
on the part of the carrier to make reparation where the claim 
is filed on the Commission’s special docket. An agreement on 
the part of the carrier is also a condition precedent to the 
handling of a claim under the shortened procedure. In other 
words, unless the carriers are agreeable to filing a claim on 
the Commission’s special docket, or to paying the amount of 
reparation found to be due where a claim is filed on the in- 
formal docket, or to handling a claim under the shortened 
procedure, you must file a formal complaint, which may be 
set down for hearing and oral argument, if requested. 
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Personal Notes 


M. M. Barber has been appointed freight claim agent, Dan. 
ville and Western, the Carolina and Northwestern, the High 
Point Randleman Ashboro and Southern, the Blue Ridge Raj. 
way, and the Yadkin Railroad, with offices at Atlanta, succeed. 
ing John S. King, resigned. 

H. G. Christianson has been appointed northwestern freight 
agent, Baltimore and Ohio, at Minneapolis, succeeding G. M. 
Campbell, promoted. 

Herbert C. Elwes, vice president, Railway Express Agency, 
New York, died at his home in White Plains, N. Y., March 16, 
He was fifty-five years old and had been with the express com. 
pany since 1901. 

F. E. Marik has been appointed assistant traffic manager, 
American Metal Company, Ltd., in New York. He has been 
with the traffic department of the company since 1928 and 
before that was with the Santa Fe in Chicago. 

J. T. Johnston, general freight agent, Pennsylvania, in Chi- 
cago, will be retired under the company’s pension rules April 1, 
He will be succeeded by Frederick W. Nash, assistant general 
freight agent. Rowland W. Howard will take Mr. Nash’s posi- 
tion. Officials of the Pennsylvania gave a dinner in Mr. Nash’s 
honor at the Union League club this week. 

Charles D. Kennedy, executive general agent of the Amer- 
ican-Hawaiian Steamship Company, in Portland, Ore., died 
March 16. He had been identified with the shipping industry 
in Portland since 1907. 

Michael M. O’Connor, for the last twelve years southwest- 
ern freight and passenger agent, Seaboard Air Line, died in 
New Orleans March 19. He had been with the Seaboard Air 
Line for thirty-six years. 

In listing the officers of the newly created Association of 
Regulated Lake Lines (Traffic World, March 18, p. 556), H. S. 
Noble, one of the directors, was incorrectly shown as general 
manager, Minnesota-Atlantic Transit Company. He is president 
of the Great Lakes Transit Corporation. 

At the annual meeting of the directors of the Missouri 
Southern Railroad, W. V. Struby was elected president, with 
headquarters in Chicago. 

P. L. Greenburg has been appointed Los Angeles repre- 
sentative of a number of public merchandise warehouses, in- 
cluding the Bankers’ Warehouse Company, Boston, Mass.; Broad 
Street Warehouse Company, Utica, N. Y.; Houston Bonded 
Warehouses, Houston, Tex.; Pacific Storage Warehouse and Dis- 
tributing Company, Tacoma, Wash.; Philadelphia Drayage and 
Express Corporation, Philadelphia, Pa.; St. Louis Terminal 
Warehouse Company, St. Louis, Mo.; Ark Warehouse Company, 
Arkansas City, Kan., and the Bankers’ Warehouse Company, 
Denver, Colo. 


Doings of the Traffic Clubs 


The Oakland Traffic Club held a “steamship night” meet- 
ing ‘at the Athens Club March 21. Roger Lapham, president, 
American-Hawaiian Steamship Company, was the speaker. Din- 
ner was served and a program of musical entertainment pre- 
sented through the courtesy of a number of steamship lines. 
Taking as his subject, “Thinking Aloud on Transportation Prob- 
lems,” Mr. Lapham counseled his listeners not to “sacrifice the 
growth of other kinds of transportation for the sake of saving 
the owners of railroad securities.” Further, he cautioned, 
“don’t strangle the development of this country on the altar 
of too much government regulation.” 


The March meeting of the Harbor Transportation Club of 


the Los Angeles-Long Beach harbor district was canceled. 


The Transportation Club of St. Paul held a luncheon at the 
Hotel Lowry March 21. There was a program of entertainment. 


“New York Central Night” was observed by the Traffic 
Club of the Bronx Board of Trade, New York, in the Board of 
Trade rooms March 24. U. M. Austin, assistant to superin- 
tendent, operating department, New York Central, spoke on, 
“Some Aspects of the Present Railroad Situation.” Entertain- 
ment was of a musical nature. President Seiferth has appointed 
a “Bronx Shippers’ Advisory Committee” from the member- 
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ship, which will furnish members of the Board a complete traffic 
service. 





Dr. J. W. Scott, dean of the department of economics, Ala- 
bama Polytechnic Institute, Auburn, Ala., spoke on conditions 
leading up to the recent banking holiday at a meeting of the 
Birmingham Traffic and Transportation Club at the Thomas 
Jefferson Hotel March 14. 





The weekly luncheon of the Oklahoffa City Traffic Club 
was held at the Oklahoma Club March 20. W. W. Bangs was 
in charge of entertainment. 





The Traffic Club of Fort Worth had the official family of 
the Cotton Belt, including Daniel Upthegrove, president, as its 
guests at a luncheon at the Worth Hotel March 21. More than 
a dozen officials of the line were present. J. R. Turney, traffic 
vice president, was the speaker. The guests were introduced 
by R. C. Hatfield, assistant general freight and passenger agent 
at Fort Worth, who was in charge of the program. 





William D. Beck, the new president of the Traffic Club of 
Chicago, began his railroad work as a telegraph operator, at 
the age of fifteen, with the Chicago and 
North Western Railway at Belvidere, 
where he passed through the various 
operating stages—train dispatcher, etc., 
—to division superintendent. One early 
and interesting job was that of station 
master at the old Wells Station on Kin- 
zie Street, now the site of the Merchan- 
dise Mart. He left the railway for a 
year or so to become general manager 
of the Aurora Automatic Machinery 
Company, but came back to be chief 
clerk to Mr. Gardner, then president of 
the North Western. Later he was made 
superintendent of dining and parlor 
cars, but he returned once more to the 
operating department. For a period in 
the World War he was chosen by the 
government to study and arrange satis- 
factory wages and working conditions 
for employes on railroad-owned craft 
operating in San Francisco Bay and its 
environs. From superintendent of car 
service on the C. & N. W. he became district manager, Car 
Service Division, American Railway Association, Chicago, which 
position he now holds. He is also a member of the Union 
League Club of Chicago and lives with his wife and three chil- 
dren in Evanston, where he is a vestryman of Saint Luke’s Pro- 
cathedral. He has served in the last year as first vice president 
of the club. He was installed in office as president the evening 
of March 21 at the annual business meeting, the election hav- 
ing been held that day. All the others nominated for office as 
previously noted in this column were also elected and installed. 
The business meeting was followed by a stag bridge party. 








The Traffic Club of Jacksonville held its monthly luncheon 
in the Seminole Hotel March 6. There was a program of en- 
tertainment. The club gave a St. Patrick’s Day dance and 
buffet luncheon at the Carling Hotel March 18. “Open forum” 
luncheons are held each Monday. 





The Traffic Club of the Manufacturers’ Association of Lan- 
caster (Pa.) held its monthly dinner meeting March 20 in the 
auditorium of the Y. W. C. A. Building. William J. Martin, 
foreign trade expert, gave a talk on the necessary documents, 
manner of procedure, and customs house requirements in con- 
nection with the handling of export and import shipments. After 
his talk he led discussion of matters pertaining to foreign trade. 
Musical entertainment was presented by a quartet from the 
traffic department of the Armstrong Cork Company, accom- 
panied by another member of the same department. An amend- 
ment to the by-laws was adopted, changing the meeting night 
to the fourth Monday instead of the third Monday of each 
month. E. G. Siedle, president of the club, presided. 





“An Adventure in Formosa” was the subject of an address 
_ by Dr. H. W. Foght, president of Wichita University, at a 
luncheon of the Traffic Club of Wichita at the Innes Tea Room 
March 23. 





Dr. G. Lloyd Wilson, professor of transportation, University 
of Pennsylvania, was the speaker at the monthly meeting of 
Pi Alpha Epsilon, traffic fraternty of the University, at Mitten 
Hall March 22. There was discussion of consolidation with an 
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organization representing day class students of Temple [Ujj. 
versity. 





T. T. Harkrader, traffic director, American Tobacco Com. 
pany, New York, and chairman of the membership committee of 
the Associated Traffic Clubs of America, will address the Wash. 
ington (D. C.) Transportation Club at its meeting April 20, 





A “Truckers’ Night Banquet” will be given by the Indian. 
apolis Traffic Club at the Columbia Club March 29. The next 
luncheon meeting of the club will be held April 11. 





E. R. Bardgett, general traffic manager, Western Maryland, 
Baltimore, will address the Traffic Club of Atlanta on “Conf. 
dence” April 3. 





Following suspension of its activities from March 2 through 
March 18, because of the banking holiday, the New Orleans 
Traffic Club resumed its regular luncheons March 21. 





A “concrete” luncheon was enjoyed by the Traffic Club of 
Kansas City at the Muehlbach Hotel March 21. It was “Cement 
Men’s Day.” E. R. Rogers, district engineer, Portland Cement 
Association, was the speaker, and L. L. Drake was toastmaster. 
“Kansas City Power and Light Company Day” will be observed 
April 4 at the Muehlbach, with B. J. George as the speaker. 
His subject will be “Technocracy.” A “smoker” will be given 
at the Steuben. Club March 27. 





The Traffic Club of St. Louis will hold its weekly luncheon 
at the New Jefferson Hotel March 27. Entertainment is on 
the program. , 


LOSS AND DAMAGE PAYMENTS ~ 


Freight loss and damage payments of the railroads in 1932 
were the lowest they have been since 1904, according to the 
completed summary issued by the freight claim division, Amer- 
ican Railway Association. Total payments amounted to $18,- 
936,024, as compared to $25,868,485 in 1931, a decrease of 26.8 
per cent. It is pointed out that decreases were shown under 
each classification of causes, ranging from a 51 per cent de- 
crease in payments due to “concealed loss” to a 3 per cent de- 
crease for “robbery other than entire package.” 

Payments under the various headings, and the decreases 
as compared with payments in 1931, were as follows: 





1 Decrease 

Timlocated GAMAGS ....ccccceressesecss $ 6,095,336 $ 990,403 14.0% 
ee ee eer ee 4,979,393 2,668,991 34.9% 
Concealed GAMABZE .....ccccsccccccccs 1,625,518 733,245 31.1% 
Defective equipment .......-.-cccecee 970,716 532,148 35.4% 
| Se eae reo ere rrr 888,137 539,873 37.8% 
I, ihc tae Reta araiaia ta di& aleceie: enter ars aie 727,127 274,469 27.4% 
Other unlocated 108S.........sccccccces 637,070 144,336 18.5% 
EOQES GEIS PRCHARC... .<.0ccceccswoveces 600,767 318,854 34.7% 
Robbery entire package............... 593,448 84,959 12.5% 
Freezing or heater failure............. 543,135 216,557 28.5% 
SS rey er ee 370,041 140,298 27.5% 
Improper refrigeration and ventilation 318,473 57,958 15.4% 
Robbery other than entire package... 282,798 8,867 3.0% 
Improper handling, loading, etc....... 160,817 105,397 39.6% 
Fire or marine loss or damage........ 86,209 16,694 39.7% 
eS ee eer err ee 57,039 59,412 51.0% 
II 35 Scarce caw cubes saweeeeewn $14,819,285 $5,137,143 25.7% 
Ree GIN hiccie ew veouadewsneanee 4,116,739 1,795,318 30.4% 
NE. asWesAneeanedcbenceeeneae $18,936,024 $6,932,461 26.8% 


In the tabulation by commodity groupings, fresh vegetables 
occasioned the largest total of payments, amounting to 16.7 per 
cent of all payments. That was followed by fresh fruits (other 
than citrus), with a proportion of the total represented by 11.5 
per cent. Other commodities shown as contributing more than 
3 per cent of the total are as follows: Fresh citrus fruits, 4.2 
per cent; melons, 5.9 per cent; live stock, 5.7 per cent; coal 
and coke, 3.8 per cent; furniture (new), 4.4 per cent. 


RAILROAD EMPLOYMENT 


In January Class I railroads, exclusive of switching and 
terminal companies, had 946,003 employes, as compared with 
976,825 in December, 1932, according to a compilation made 
from carrier reports by the Bureau of Statistics of the Commis- 
sion. The number of employes by groups in January and the 
percentage decrease in each instance as compared with the 
number employed in January, 1932, follow: Executives, offi- 
cials, and staff assistants, 12,655; 10.47; professional clerical, 
and general, 168,472; 15.03; maintenance of way and structures, 
180,675; 13.99; maintenance of equipment and stores, 262,398; 
12.55; transportation (other than train, engine, and yard), 
122,969; 12.58; transportation (yardmasters, switch tenders, and 
hostlers), 12,293; 17.90; transportation (train and engine serv- 
ice), 186,541; 12.36. 
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EXPRESS.. 


C6 7 ee 
makes [ush” mean what it says! 


Call and delivery service in all principal towns is a 
Railway Express feature establishing a single respon- 
sibility over every step of the way from shipper to con- 


@ When customers are counting the minutes until their 
orders arrive there is no allowance for slip-ups or un- 
certainty in delivery. Merchandise shipped via Railway 
Express travels on fast passenger and special “express” signee. Call on your Railway Express Agent for advice 
trains on regular schedules over practically all the and help in meeting your shipping problems of all 


principal railroads in the country. A through car sys- kinds. His experience is yours for the asking, and he 
can show you how this nation-wide organization can 


serve you most efficiently and economically. 


tem between important centers eliminates unnecessary 
transfers en route and insures speed and safety. 


RAILWAY EXPRESS AGENCY, INC. 


NATION-WIDE AIR AND RAIL EXPRESS SERVICE 


INTERCOASTAL SERVICE 


EXPRESS FREIGHT— U. S. MAIL— REFRIGERATOR — PASSENGER SERVICES 
PHILADELPHIA =©6NEW YORK LOS ANGELES SAN FRANCISCO OAKLAND ALAMEDA VICTORIA, B. 6. 


Schedule MAIDEN VOYAGE —$.S, SANTA ELENA Schedule 
WESTBOUND Fourth New Express Liner EASTBOUND 


From Seattle—Victoria 
Santa Paula — Mar. 27 

From Philadelphia 
Santa Elena — Mar. 27 


Santa Rosa — April 10 
From Oakland—Alameda 
Santa Teresa — April 4 
Santa Lucia — April 10 


SEATTLE 


Santa Paula — Mar. 30 
Santa Ana — April 5 


From San Francisco 
Santa Paula — Mar. 31 
6 


a ae ae Santa Ana — April 
eS ogee ee ES 
a ea = From Los Angeles 


Sails Philadelphia, Mar. 27 N Santa Paula — April 


es —_— 
. ET ET a a 


From New York 


Santa Elena — Mar. 31 
Santa Teresa — April 6 
Santa Luola — April 14 





1 
Santa Ana — April 8 


SAN FRANCISCO, 2 Pine St. 
SEATTLE, 1308 Fourth Ave. 
VICTORIA, 817 Government St. 


ALAMEDA, Encinal Terminal CLEVELAND, Central United Bank Bldg. OAKLAND, Howard Terminal 
BUFFALO, 62 Rosedale Ave., Hamburg, N.Y. LOS ANGELES, 525 West 6th Street PHILADELPHIA, Pier 40, South 
CHICAGO, 230 No. Michigan Ave. NEW YORK, 10 Hanover Square PITTSBURGH, Henry W. Oliver Bldg. 


Ship Via the Famous “Santa” Fleet 
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ALBAN 


Newest Inland 


North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 
The richest producing population in the United 


States. 


The greatest consuming population in the United 
States. 





Harbor—30 ft. deep with 1,000 ft. turning basin; 


143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 

Accessible to 85% of world’s ocean carriers. 

Port District Railroad connecting with trunk rail- 


roads serves water front. 


Industrial Area—pavement, water, sewers, power 


and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, 


Albany, N. Y. 


Work of the Traffic Man 





Wee eee problems confronting industry today are 
without doubt, more chaotic than at any time in the history 
of the country, in the opinion of J. George Mann, traffic manager, 
Northrup, King an 
Company, Minneap. 
olis. 

“Disorder ang 
confusion resulting 
from major rate ad. 
justments concluded 
by the Commission ip 
the last few years 
affect every class of 
rates, in all sections 
of the country,” he 
says. “Long drawn 
out rate investiga. 
tions conducted over 
a period of many 
years, constant con- 
flicts between the fed- 
eral and state regula- 
tory bodies involving 
both intrastate and 
interstate rates, the 
emergency tariff of 
surcharges, with vary- 
ing assessments 
against different 
classes of shipments 
—these and many 
other matters have 

J. George Mann added to the com- 

plexity of traffic work 

and increased the burden of transportation costs, with the 
result that the work of the traffic man has included many new 
demands and requires constant alertness to keep in touch with 
changing conditions. Revolutionary changes in the transpor- 
tation field have placed a real premium on skill and ingenuity.” 

How this has affected the business of his own company is 
told by Mr. Mann. Northrup, King and Company distributes 
garden, farm, and field seeds on an international scale. Its 
shipments go into every state of the Union. Mr. Mann has been 
traffic manager of the company for the last fourteen years 
and was in railroad work for about fifteen years before that. 

“Over a period of many years it has been the policy of 
our company to use a heavy wooden shipping container in the 
distribution of uniform garden seed assortments,” he explains. 
“The container used for 100-pound shipments weighed in excess 
of 50 pounds, as hardwood was used in its construction. Prin- 
cipally by substituting a carton for the wooden container it 
was possible to reduce the average weight of shipments of 
this class from about 95 pounds to 30 pounds. We now ship 
the 30-pound package by express at approximately the equiv- 
alent of the fourth class rail rate under which 100 pounds could 
be shipped, whereas the applicable rail rate is third class. By 
this one device we have reduced the transportation charges 
on the company’s business more than $10,000 a year. 


“Still further economies in our transportation charges have 
been, brought about by the use of trucks, whose rates are 
substantially less, on capacity loads, than those charged by 
the railroads for distances up to 1,000 miles. Full truck loads 
—about ten tons—of less than carload shipments are forwarded 
to distributing points, from where they are reforwarded by 
parcel post, express, and rail to their ultimate destinations. 
This results in savings ranging from 10 cents to a dollar a 
shipment, as compared to what the charge would be if the 
shipment moved by rail all the way. 


“Every effort is made to take advantage of lower rates 
available by water transportation. For instance, during the 
lake navigation season, shipments destined to points in New 
England and eastern trunk line territory, for delivery in Jan- 
uary and February, are assembled and shipped to distributing 
points throughout the east before the close of navigation, where 
they are held in storage until the time for final shipment 
arrives. Freight charges saved in this way, as contrasted to 
the cost of all-rail shipment, represent an item of considerable 
importance. 

“Frequently miscellaneous small shipments going to dis- 
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For fast service—your door to your customer’s— 
you can depend upon the Silver Fleet. The finest 
of modern trucks capably manned and backed by 
an experienced freight organization, carry your 
goods directly from your shipping platform to 
your customer’s door. No re-handling, no delay 
—just rapid movement to destination. Over- 


night delivery between Chicago and Louisville or 
from Louisville to Nashville or Knoxville. From 
Chicago to Atlanta, Birmingham or Memphis, 
third morning. Shipments fully covered by in- 
surance. Ask for Local and Joint Freight Tariff 
No. 3 naming class rates in 14 states and showing 
map of the territory served. 
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NOW 


We have opened an office at 


INDIANAPOLIS 


Shippers will find added advantage 
in our new office at 330 W. New 
York Street, Indianapolis, Indiana. 
This office will serve as the inter- 
mediate point between Chicago and 
Louisville. 


SILVER FLEET MOTOR EXPRESS 


630 E. Main Street, Louisville, Ky. 
1235 W. 21st St., Chicago 


We are members of the American Highway Freight Association. We favor reasonable state and federal regulation of motor truck traffic. 


If You Think Your Rates Are Improperly Adjusted 


You should first approach the carrier with a carefully considered and comprehensively prepared 
proposition showing why the existing rates are unreasonable, discriminatory, or prejudicial. 


Where one or more of these elements are involved, if the shipper sets forth the facts in a clear 
and convincing manner instead of merely asserting that his rates are out of line and demanding 
readjustment, he saves time and money and is usually far more successful in obtaining a read- 
justment of his rates. 


Proceedings before the Commission are at best slow and expensive, and many are inclined to 
put up with unfair rates rather than become involved in such proceedings. Furthermore, this 
method of obtaining results does not make for cooperation between carriers and shippers. 


The Traffic Service Corporation will assist your traffic manager or counsel in making a thor- 
ough analysis of a rate adjustment, setting up the data in a clear and comprehensive manner. 
If the plan of first presenting your case to the carrier does not bring results, the analysis and 
exhibits that have been prepared can readily be used in presenting the matter to the Commission. 


THE TRAFFIC SERVICE CORPORATION 


*“*At Your Service’”’ 


210 Mills Bldg. Washington, D. C. 
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If time is worth money to you— 
you should be a subscriber to 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Because the DAILY reduces to a minimum 
the valuable time between the taking of any 
action by the Commission, shippers or 
carriers, and the delivery of full information 
into your hands. That is why so many 
railroad and industrial traffic men are 


regular DAILY subscribers. 
They know they can depend on the DAILY 


to bring them first news of the decisions and 
proposed reports in which they have a 
special interest. They know it will keep 
them in touch with the hearings in important 
cases—just as ifthey had their own represent- 
ative at the Commission, or at meetings 
elsewhere, to keep them posted. 


They know too, that when they want a copy 
of a decision or report, or detailed informa- 
tion about any rate matter or proceeding, 
they can write or wire our Special Service 
Department—and get it quickly. 


The DAILY service is the busy traffic man’s 
right hand man. It is the ideal combination 
of a prompt, all-inclusive news service and 
8 complete group of personal, intelligent 
traffic services. Ask any subscriber, and he 
will tell you that it takes the place of an 
expert traffic assistant at a fraction of the 
expense. 


The cost is reasonable because it is spread 
over a large number of organizations whose 
service requests are ‘‘grouped”’ to minimize 
expense. 


Ask us to place your name on the DAILY 
mailing list for two weeks, without obliga- 
tion, and to send you complete information 
about the special services which are in- 
cluded with every subscription. 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Published by 


The Traffic Service Corporation 


418 South Market Street 
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tant points are consolidated into one shipment and CONSigned 
to a public warehouse at a central point in the territory j 
which the shipments are destined, and reforwarded from that 
point by parcel post. We save from 20 to 75 cents a shipmen 
in this way, which represents the difference between the cog 
of this methed and direct shipments by freight, express, 
parcel post. 

“It is the work of the industrial traffic manager to analyz 
all such devices for reducing freight charges. Only the gp 
cialist in the field of transportation can be depended on ty 
discover the full measure of such economies, and the specialig 
in this field as in others earns his bread. Besides the many 
tangible economies such as have been illustrated here, ther 
are many savings no less real but more difficult to calculate 
which may be grouped under such headings as rate concessions, 
intelligent use of transit privileges, the development of im. 
proved transportation within the plant and arranging for prompt 
dispatch after shipments are turned over to the carriers. 


“Speaking more broadly, too much emphasis cannot be 
placed on the duty of the traffic manager to make full use 
of new agencies of transportation and innovations in technique 
that are continually appearing. Industrial facilities that were 
built and developed over many years when transportation meant 
rail transportation are in many instances no longer adequate, 
Industry is faced with the problem of changing its facilities in 
this respect to meet the new transportation day. The indus. 
trial traffic manager generally is the only executive in the 
industrial ranks with the specialized knowledge necessary to 
supervise the job.” 


PAYMENT OF FREIGHT BILLS 


If the railroads are so minded they may hold that the so- 
called bank holidays, declared by President Roosevelt and gov- 
ernors, for demurrage purposes, came to an end on March 14. 
In the absence of formal complaint the Commission will not 
feel called upon to take any action in the premises. (See 
Traffic World, March 11, p. 495.) 


The foregoing is the ultimate fact in memoranda exchanged 
between R. H. Aishton, president of the American Railway 
Association, on behalf of the railroads, and William P. Bartel, 
director of the Commission’s Bureau of Service on behalf of 
the Commission. Mr. Aishton’s memorandum is summarized in 
Mr. Bartel’s reply memorandum. The latter follows: 


Replying to your memorandum of the fifteenth in which you 
state that because of confusion arising throughout various sec- 
tions of the country with respect to the application of demurrage 
during the period of bank holidays, you recommend that a 
definite date be established by the Commission for the so-called 
holiday to end. Specifically you recommend that the Commis- 
sion consider naming Tuesday, March 14, as marking the end 
of the bank holiday within the intendment of demurrage and 
storage rules, as referred to in notice to the public on March 7; 
also as applied to the payment of freight charges. 


Your memorandum has been considered by the Commission 
and I am directed to advise you that the Commission does not 
feel that it should specify a definite date for the so-called legal 
holiday to end, but that if the carriers believe that the close of 
business on March 14, or rather the end of the demurrage date 
of 7 A. M., March 15, should be so considered, the Commission 
in the absence of formal complaint will not feel called upon to 
take any action in the premises. 


CHANGES IN DEMURRAGE RULES 


The committee on demurrage, storage, reconsignment, and 
diversion, of the transportation division of the American Rail- 
way Association, has recommended certain liberalizations in the 
demurrage rules, for a trial period of a year. Changes are pro- 
posed in rules 7, 8 and 9. Under rule 7, at present, a charge 
of two dollars a day is made for the first four days after the 
expiration of free time and a charge of five dollars for each 
succeeding day. For the experimental period of a year, under 
the proposal, the charge of five dollars after the first four days 
following the expiration of free time would be eliminated, so 
that the flat charge of two dollars would apply for each day 
the car is held after the expiration of free time. This does 
not apply to cars subject to average agreement. 

The charge of five dollars a day assessed against a car 
subject to an average agreement that has accumulated four 
debits under rule 9 would be reduced to three dollars a day, 
under the proposed change in rule 9. 

Changes proposed in rule 8 are not limited to a trial period 
and have to do with liberalizations on allowances for inter- 
ference by weather. Paragraph 1 of section A, under the pro- 
posal, would be changed by eliminating the phrase “for men or 
teams,” and paragraph 2 by adding “congealed” to the state- 
ment that, when the lading is “frozen” at the time of place- 
ment, so as to require heating, thawing, or loosening, the free 
time would be extended. 
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Watch Your Rates 


THE TRAFFIC WORLD brings you notice of action 
taken on rate matters before the Commission. To be 
completely informed, you should also be on the mail- 
ing list for THE TRAFFIC BULLETIN, which will bring 
you notice of action proposed and action taken in any 
rate matters by any of the standing rate committees. 
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LOOK INTO 
THE ORIENT 


If you are not already interesting yourself 
in Oriental markets, consider them. Ask 
any agent of the American Mail Line about 
any port in the Orient. He will give you 
any information . . . complete and correct 

. on details of importing and exporting 
from that part of the world. Make all ship- 
ments to the Orient VIA SEATTLE and the 
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The dockets of the following, their hearing bulletins 
4 Use 


and, in most cases, their disposition notices are regular 























nique American Mail Line TO SAVE TIME. 
wal An American Mail Line President Liner sails weekly contents of the BULLETIN: 
luate from Seattle every other Saturday; one arrives 






















in Seattle every other Tuesday. Schedules regu- 
lar as clockwork. Service augmented by fleet of 
fast cargo liners to ports of Japan, China and the 
Philippines. Depend on the American Mail Line. 
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Central Freight Association 
Express Classification Committee 
Illinois Freight Association 


For information, apply desk No. 6 National Diversion and Reconsignment Committee 








i714 Dime ‘Bank ig ete National Perishable Freight Committee 
Union Trust Bldg. Arcade....... Cleveland New England Freight Association 
a General Freight Ofice Southern Freight Association 
14. 740 Stuart Building...........-.-++- Seattle Sontheus Ports Foreign Freight Cousiites 
Seo Southwestern Freight Bureau 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


Texas-Louisiana Tariff Bureau 
Transcontinental Freight Bureau 
Trunk Line Association 
Western Trunk Line Committee 


Missing Tariffs Are Costly 
Another important function of THE TRAFFIC BULLETIN 


is the furnishing of a weekly check of your tariff file. 
An abstract of every new tariff, classification, and 
supplement filed with the Commission is mailed to 
BULLETIN subscribers every Saturday morning. This 
tariff file check is made complete by publication of 
investigation and suspension orders; suspension orders 
vacated; fourth section applications and orders; sixth 
section applications and permissions; abstracts of tariffs 
returned by the Commission; released rate orders; ex- 
press tariffs; and Shipping Board tariffs. Other regular 
contents are embargo notices, as reported to the car 
service division of the American Railway Association, 
and steamship sailings, as reported to the Commission. 






































SHIPPERS 
DON’T CARE? 


Unbelievable! Records of the Port of Seattle indicate 
that they do care how fast their shipments travel to 
their customers in the Orient. Increased tonnage is 
the proof . . . thousands of tons each year. Shippers 
tell our officials that the SAVINGS IN TIME be- 
tween Seattle and the Orient as compared with any 
other United States port mean more profits and quicker 
turnover of merchandise. 





The complete docket of the Consolidated 
Classification Committee is mailed to 


BULLETIN subscribers as issued. 










The Port of Seattle is one of the most modern ports 
in the world. Write for illustrated book describ- 
ing port facilities and phenomenal growth in tonnage. 
Bell Street Terminal, Seattle, U. S. A. 







Requests for further details should be addressed to 


THE TRAFFIC BULLETIN 


lL} ) : \ tile 418 S. Market St., 







Chicago 
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M- EVERY ANGLE 


LOCATION « The building covers two entire 
blocks, 26th to 27th Streets, | Ith to 13th Avenues. 
From the Lehigh Valley Railroad freight terminal 
on the street level, on up through 18 floors of light, 
airy, efficiently planned space, Starrett Lehigh 
Building offers facilities for manufacture and distri- 
bution in the center of commercial New York with 
direct access to every form of transportation. 


EFFICIENCY * Merchandise handling is simpli- 
fied. Trucks enter the building without street delay 
and are carried on 15-ton high-speed truck eleva- 
tors direct to any floor without turning, where they 
load or unload from convenient pits. Freight ele- 
vators are adjacent to platform in rail yard. 


ECONOMY ° Floor space is adaptable for manu- 
facturing purposes, display rooms and offices. 
Cantilever construction gives unobstructed natu- 
ral light on all sides. Floor areas range from 52,000 
to 124,000 square feet, the latter offering 600 feet 
of straight-line production, minimizing floor to floor 
movement and rehandling expense. Smaller units 
may be leased with all necessary changes made 
within ten days. The building 
is completely sprinklered and 
heated. Steam is furnished at 
prevailing rates. 


BUILT TO MEET YOUR 
NEEDS - INVESTIGATE 
AND FIND OUT FOR YOURSELF 


Starrett Lehigh Building 


26th to 27th Streets, Ith to 13th Avenues, New York City 
D. R. CROTSLEY, Manager, 601 West 26th Street 





—_ 
—_ 





il 


All-day hospital ser- 
vice. Restaurant, 
news-stand and bar- 


ber shop in the build- 
ing. Fast passenger 
elevator service. 
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Docket of the Commission 


NOTE—items in the Docket marked with an asterisk (*) hay, 
been added since the last issue of The Traffic Worid. New cosine 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks b mage > they do appear. Cancellat ue 
and postponements announced too late to show the ‘change in thie 
Docket will be noted elsewhere. 


March 27—Argument at Washington, D. C.: 
— ion Sub. 1)—East Tennessee Sand & Gravel Co. vs. Sov. 
y. et al. 
25059—Alabama Asphaltic Limestone Co. vs. A. & B. B. R..R. et aj, 
25245—Hiddenite Granite Co. vs. Yadkin R. R. oe al. 
March 28—Argument at Washington, D. C.: 
25052—West Kentucky Coal Bureau vs. I. C. R. R. et al. 
-¥ _— Sub. 1 and 2)—Breyer Ice Cream Co. et al. vs. Pa. R. R. 
et a 
March 28—Washington, D. C.—Examiner Boat 
Fourth Section Application No. 14971 filed ~d the Mo. Pac. R. R. 
March 29—Argument at Washington, D. C.: 
25023 (and Sub. 1)—Sullivan-Hayes Coal Co., Inc., vs. N. Y. N. H. 
& H. R. R. et al. 
25190—A B. Marcus Co. vs. B. & O. R. R. et al. 
March 30—Argument at Washington, D. C.: 
25028 (and Sub. 1)—Amiesite Corp. et al. vs. A. C. 








ey a et al. 
25063—Minnesota Valley Canning Co. vs. Alton R. R. 


March 30—Washington, D. C.—Examiner Boat: 
Fourth Section Application No, 14987—Filed by M. & O. R. R. 


March 31—Argument at Washington, ." c.3 
24382—Yale Oil Corp. vs. C. B. & Q. R. 
—— ws Sub. 1)—Public Utilities Tatihietion of State of Idaho 


S. L. R. R. et al. 
24b0-Calitornic Co-Operative Poultry Co. et al. vs. A. & S. Ry. 
C.—Examiner Bradford: : 


et al. 
April Ng gat D. 

Valuation No. 1109—Tentative valuation of properties of Crystal 

a & San Juan R. R. and Crystal River R. R., as of Dec. 31, 


April 4—Washington, D. C.—Examiner Shinn: 
Fourth Section Applications Nos. 14900, 14397, 14406, 14407, 14413, 
14418, 14419, 14510, 14512, 14513, 14570 and 14571. 

April 5—Argument at Washington, D. C.: 
25062—-Lebanon Ice & Coal Co. et al. vs. A. C. & Y. By. et al. 
25457—-Goldcamp Mill Co., Inc., vs. A. C. & Y. Ry. et al. 
25198—Northwestern Yeast Co. vs. Alton R. R. et al. 


April 5—Little Rock, Ark.—Arkansas Corporation Commission: 

* Finance No. 9793—Joint application of J. M. Kurn and John G. 
Lonsdale, receivers of the St. L.-S. F. Ry., for permission to 
abandon operation of the Evadale branch of said company. 


TELEPHONE ACCOUNTING 

The Commission has announced that the hearing ordered 
by the Commission on Dec. 27, in No. 25705, accounting rules 
of telephone companies, will be held before Commissioner East- 
man in Washington commencing at 10 a. m. April 13. In con- 
nection with the announcement of the date for the hearing, the 
notice of the Commission, to all concerned, said: 

This hearing was ordered to afford an opportunity to representa- 
tives of the state commissions, telephone companies, and others hav- 
ing a direct interest in the accounts of telephone companies to pre- 
sent testimony regarding any particulars wherein it is contended that 
the rules in the uniform system of accounts for telephone companies, 
first revised issue, effective January 1, 1933, are defective. 

It should be understood that No.’ 14700, depreciation charges of 
telephone companies, has not been reopened and that the hearing is 
not for the purpose of reconsidering the findings and orders therein. 


TELEPHONE COMPANY EARNINGS 

In the twelve months ended with December, 1932, large 
telephone companies, according to a compilation by the Com- 
mission’s Bureau of Statistics, had an operating income of 
$224,251,6386 as compared with $273,099,276 in 1931, a reduction 
of 17.9 per cent. 

The compilation for December shows 15,142,489 company 
stations in service as compared with 16,964,049 in December, 
1931, a reduction of 10.7 per cent, and operating income of 
$18,540,201 as compared with $20,015,215 in December, 1931, a 
reduction of 7.4 per cent. 























REVENUE TRAFFIC STATISTICS 

Revenue a ton mile of Class I railroads, exclusive of switch- 
ing and terminal companies, for the United States as a whole, 
averaged 1.045 cents in 1932 as against 1.052 cents in 1931, 
according to revenue traffic statistics compiled by the Bureau 
of Statistics of the Commission from carrier reports. Revenue 
a ton a road averaged $2.113 in 1932 as against $2.041 in 1931. 

Revenue a passenger mile averaged 2,219 cents in 1932 as 
against 2.513 cents in 1931. Revenue passengers carried dropped 
from 596,090,000 in 1931 to 478,738,000 in 1932. 










PACIFIC CAR DEMURRAGE 

The report of the Pacific Car Demurrage Bureau for Janu- 
ary, 1933, shows 5,276 cars held overtime—a percentage of 05.63 
—as against 7,671 cars—a percentage of 06.14—for January, 1932. 
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WHAT TO EXPECT . . . when 


Over 10,000 Miles of 
Perfectly Equipped 
Railway in 
Illinois, Wisconsin, 
Michigan, Minnesota, 
Iowa, Nebraska, 
So. Dakota, No. Dakota 
Wyoming 


An alert and efficient freight per- 
sonnel that has back of it up-to- 
date equipment and all the modern 
facilities for rendering a fast, de- 
pendable shipping service ...a 
combination that is ideally suited 
to the exacting requirements of 
present day business. 


For full information ask any 
C.& N. W. Ry. Representative 


oma & NorTH WESTERN Ry. 





Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 
SAILINGS: 
From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 











FREE U.S. ROAD MAP 


Included with every order for 


Cram’s Wall Map of the United States 


The Traffic World has checked the stock of all the 
leading map manufacturers to find the one best 
suited to traffic department needs at a price in 
keeping with 1933 economy. Here it is, the best 
map within several dollars of its price: 


Reversible Wall Map of the United States 
(map of the world is printed on reverse side) 
67x48 inches, each state in different color, Rt 
cities and towns, railroads clearly shown, 
rivers, lakes, mountain ranges. Mounted on 
metal rods top and bottom, taped edges, 
strongly made. World map shows trade routes 
with travel distances naming all ports. 


Price ... . $4.00 


Other clear and accurate traffic maps: 

2. Map of the United States, showing all classification and freight 
association territories: 26x38 inches. $1.00. 
¢ 3. Mileage map of C. F. A. and contiguous territory: 40x42 inches. 
1.00. 

4. Map of percentage groups in Central Freight Association Terri- 
tory for eastbound freight rates: 40x42 inches. $1.00. 

5. Map of percentage groups in Central Freight Association Terri- 
tory for westbound freight rates: 40x42 inches. $1.00 

6. Map ~ southbound rate groups in Trunk Line Territory: 40x42 
inches. $1.0 

7. Map = eastbound rate groups in Trunk Line and New England 
territories. 40x42 inches. $1.00. 

8. Map of westbound rate groups in Trunk Line and New Eng- 
land territories. 37x41 inches. $1.00. 


Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 
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you route via “NortH WESTERN" 
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CALMAR LINE 


INTERCOASTAL SERVICE 



















ALA Sailed 

FLOMAR Sa me - 3{Apr. S|Apr. 

LOSMAR a. 1  27IMay i|May 3|May er i 
ay 19|May 22)/May 24|May 28|May 3 





YORKMAR } 19 ay 13|/May 19jJune 9jJune 12)/June 14) June 18]/June 21 


Subject to pom | me of rr won notice ~~ 
Steamers, arrival a eparture tes, a to Company’s right 
to omit scheduled ports and/or add other ports. 


IS MOTTO OF PRINCE OF WALES © 
STANDS FOR CALMAR 
MEANS ‘‘I SERVE” 


Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 
MOORE & MoCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., a ee 





egy a A Gay 8t. Les Kase, Sil, 660 Chanter ef Com- 
Cal an ° 40 S. Dearborn St. Bidg. 
eo _ Book 1 Wash- Oakland, j-» ist and Market Sts. 
ington "Bive: a Grand Rive Portiand, Ore., 917 Board of Trade Bid 
New Bi N. 5 Broadway San Franolseo, Cal., 215 Market 
Hadelphia, ba Bourse Bide. Matson Bidg. 
P . Pa., Oliver Bidg. Seattle, Wash., 1519 Railroad Ave., South 
Regular Piers 
Atlantic Coast Pacific Coast 
Los Angeles Harbor...Berth 145, Wilmington 
Baltimere—Pler 7, Port Covington, GURAEE ccccocsccvcess Howard Terminal 
Western Md. Ry. Portiand, Ore......... No. | Oceanie ‘eee 
San Francisco........ Plier No. 48-B 
Philadelphia—Pler 27-N, Reading Co. Seattle ....ccccccccce Atlantic Dock Terminal 


ASK YOURSELF 
THESE QUESTIONS: 


Is the public warehouse I am considering well lo- 
cated, fireproof, and so constructed that in it can be 
stored all kinds of merchandise in a satisfactory 
and sanitary way? 


What about the experience of the warehouse com- 
pany and its responsibility? 


Are the transportation facilities first class? 


We can satisfy you completely on all these important 
points and render you a warehousing service as lim- 
ited or as complete as your requirements call for. 
Write for full information without obligation. 








* ” * 


CROOKS TERMINAL 
WAREHOUSES 


CHICAGO KANSAS CITY 
417-437 W. Harrison St. 1100-1112 Union Ave. 
420-440 W. 14th Place 201-1213 Union Ave. 


1 
1411-1417 St. Louls Ave. 


LOS ANGELES 
Ninth and Alameda Streets 


Overland Terminal 


6801-5967 W. 65th St. 


as 
larehouse Co. 
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NEW COMPLAINTS FILED Lexington, Ky.; lemons, Santa Paula, Calif., to Greensboro, N, ¢, 


: g Asks reparation. 
No. 25818. Arizona Compress & Warehouse Co. et al., Phoenix, Ariz., No, 25826. Montana-Dakota Utilities Co., Minneapolis, Minn., vs, G, 
wel T&S. FT. ot at. N. et al. 





Alleges violation section 3 with respect to transportation of Unreasonable rates and charges, wrought pipe, Williston, N, p, 
cotton, points in Calif. and Ariz. to Calif. ports because of the to Mandan, N. L. Asks rates and reparation. 
application of the same or nearly the same rates for the movement No. 25827. Montana-Dakota Power Co., Minneapolis, Minn., vs. ¢, 
of uncompressed as applied to the transportation of compressed B. & Q. et al. | 
and compressed in transit cotton. Uncompressed cotton unduly Unreasonable rates and charges, contractors’ outfits, Anniston, 
preferred. Ask rates. Ala., to Carlyle, Glendive and Sidney, Mont. Asks rates and rep- 
No. 25819, Petroleum Import & Export Corporation, Inc., New Or- aration. | 
— La., Y. & M. we 4 al. 7 a. a ie TEESE IEEE 
Jnreasonable rates and charges, gasoline, Shreveport, wy 0 
St. Rose, La., for export to foreign countries. Asks reparation. ? INBOUND L. C. L. FREE TIME F 
No. 25820. ‘Traffic Bureau, Lynchburg (Va.) Chamber of Commerce The decision of the American Railway Association to inp. 
for Alberti & Co. vs. N. & W. 


, crease the free time on inbound less-than-carload freight to 

] ‘ : = d Nort : . : : 
Folk We Ve. to Bedford, Va. Asks cease and desist order and  ninety-six hours, made in March, has been followed by the filing 
reparation. of supplement No. 2 to Jones’ I. C. C. No. 2558, effective April 


No. 26821. Wextene Masteey ee oe yee 20. The increased allowance of free time extends to all freight 
a an c ’ ’ * * : 
quantity, i ening Ill, to Portage, Wis., in that it exceeds rate ©xXCept explosives and other dangerous articles. _The tariff car- 
of 23 cents from Chicago, Ill., to Beaver Dam, Hartford and frying the increased free time is to remain effective to April 19, 
Waupun, Wis. Asks rates and reparation. 1934, unless sooner changed, canceled or extended. 
No. 25822. National Radiator Corporation, Johnstown, Pa., vs. Penn- 
sylvania et al. 


Unreasonable rates and charges, ground coal, Yukon, Pa., to RAIL FUEL COSTS 
ena, Mass., and Dunkirk, N. Y. Asks rates and repa- Total cost of coal and fuel oil consumed by Class I rail- 
ration, : i i i 
No. 25822, Sub. No. 1. American Foundry Co., Indianapolis, Ind., vs. roads, exclusive of switching and terminal companies, in Janu- 
Pennsylvania. ary, in road train and yard switching services, amounted to 
_— complaint and prayer, Charlevoi, Pa., to Indianapolis, $12,744,165 as compared with $15,900,555 in January, 1932, ac- 
Ind. . u F cording to statistics compiled by the Bureau of Statistics of the 
No. Lg Banco Rot ee ee Co., Inc., Ansonia, Conn, Gommission from carrier reports. Coal consumption totaled 
Same complaint and prayer, Irwin, Pa., to Ansomia and Derby, 5,521,712 net tons as against 6,193,801 net tons in January, 1932. 
Conn, Gallons of fuel oil consumed totaled 138,846,319 as against 163,- 


No. 25823. Denver Steel & Iron Works Co. et al., Denver, Colo., : 
nee ee Se ye Be 363,350 gallons in January, 1932. 
Unreasonable rates, structural Iron and steel, fabricated in 
transit at Denver, Colo., from points in Ill, Ind., O., Pa. ana 
N. Y., to points in Colo. Ask rates and reparation. 
No, 25824. California Fruit Growers’ Exchange, Los Angeles, Cailif., 
WA. T. & 8. F. ot ai. 
Unreasonable rates and charges, oranges, Frances, Calif., to 


























ATTORNEYS AT LAW 












POSITION WANTED—Traffic manager, young married man, 73 
27 years of age; well versed rates, rules and regulations; desire Practicing HARRY } AMES 
central or eastern location. Address, C. H. U. 382, care of Traffic before the . 


World, Chicago, Ill. ATTORNEY AT LAW 


Successor to Keene & Ames 


INTERSTATE 
sane Ewizeaials ‘Commerce Gomsation 


In CHICAGO : COMMISSION Transportation Bldg., Washington, D. C. 
iO) TERMINAL ~ H. D. DRISCOLL 
WAREHOUSES 


Commerce Counsel 
Close to.‘*Loop.’’ Office and warehuuse spzece for and Attorney 
lease. Merchandise storage. Pool cars distributed. 


Tunnel,. water, rail and truck facilities at door. Philcade Building, Tulsa, Oklahoma 
519 W. ROOSEVELT ROAD aatcte Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 





TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 





















































TRAFFIC FORMS Interstate Commerce and State Commission Cases | aN 
DOMESTIC and EXPORT FORMS continuously checked and “a.” ee 
revised against latest practices, rules and regulations. . ecialists 
wel FORMS Cor RecoRYLED FORMS WASHINGTON, D. C. r 

ule 5 Statement ar Records aim Records 
Special Docket Shipment and Tonnage Records HENRY J. SAUNDERS 
VISIBLE CLAIM RECORD ] 1 CONSULTING ENGINEER 
TARIFF FILES . BILLS OF LADING Va uation Cost and Statistical Analyses—Matters Relating 
Sample Folder of Traffic Form Line sent upon request on your letterhead. Ex p e rts to Rates—Consolidations and Valuations 
HORDER’S Inc. 643 TRANSPORTATION BLDG. 


231 S. Jefferson Street Chicago, Illinois 


WASHINGTON, D. C. 





QPotnas 
















} —Stamford, South Norwalk, Bridgeport 

THRU RATES ml Dain Pn a ee 
a7 fiveunconon C. F. A., W. T. L., Inter-Mountain, 

AND } sean aa Carolinas, South pe ‘Southwest 
DIRECT emer" —  Vig—CLYDE, OLD DOMINION, SAVANNAH, 
WATER — MALLORY and MORGAN S. S. LINES 
é THAMES RIVER LINE, INC. 
OT esc r Pier 31 E. R. NEW YORK CITY 


ee ERNEST E. FUCHS, Vice-Pres. 
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EAU CLAIRE 


WISCONSIN 


EAU CLAIRE is in northwest Wisconsin. It is in the heart of the dairy industry, at the junction of the 
famous Chippewa and Eau Claire rivers. It was the first city in the State of Wisconsin to adopt the com- 
mission form of government, and has low taxes and a splendid and pure water system. 

THE CITY has a population of 27,000. 5900 homes, 80 per cent of which are owned by the occupants. 
Three fine hotels, and a modern Y. M. C. A. building. Over 350 acres in parks and p Saeny Three 
splendid golf courses. A city auditorium of 2,000 seating capacity offering splendid facilities for con- 
ventions. A State Teachers’ College, a new $500,000 high school, 10 public schools, and 2 parochial 
schools. Two modern hospitals, and a County Tuberculosis Sanitarium. A Broadcastin Station, AQ, 
operated by the Gillette Rubber Company on a frequency of 1330 Kilowatts and under a hook-up 
contract with the Columbia Broadcasting Company. A large and roomy airport within five minutes from 
the business section; Episcopalian Diocese, one of three in Wisconsin; Home of the Masonic Con- 
sistory, one of three in Wisconsin; the Soo Line Team Track, Yard, Freight Station and Passenger Sta- 
tion is located exactly in the grees center of the city and, it happens also, to be the center of 
the population of the city, and in the Jobbing and Wholesale district. 


The trade area of Eau Claire covers 18,000 square miles. It is the jobbing center of Northwestern Wis- 
consin. Water power is abundant, making industrial power rates reasonable. 


q EDMONTON @ 
BRITISH COLUMBIA “%,\Wetaskiwing 
f&, ALB 
2 ie 


Favour? 9 
a Glendive 
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SHIP 


yr INTERCOASTAL 


| LOS ANGELES boners 
| HARBOR FOREIGN 


Port of Economy and Dispatch 


MUNICIPALLY owned and scientifically constructed to meet the modern 
requirements of present day traffic. 


The terminus of three fast trans-continental railway systems, with a BELT LINE 
railroad serving the entire harbor district. 


Hub of 212 Trade Routes 


Geographically located for quick dispatch of cargo to the ANTIPODES and the 
FAR EAST. 


Markets Are People—Not Places 


Seven States—350,000 square miles—the heaviest populated area adjacent to any 


other Pacific Coast port—the ‘Back Country” of LOS ANGELES HARBOR. 





this is the ir st 


: LARGE PORT 
North of the 


PANAMA CANAL 





LARD 


’ 
‘ 
kue™ 


ZEALAND 





BOARD OF HARBOR COMMISSIONERS, LOS ANGELES 


iB ., CP 














Immediate action at all times is the 
basic policy of Illinois Central 
System in our daily contact with 
the public. 


A prompt answer to all requests 
is our inviolable rule. “Yes,” if 
humanly possible. “No,” _ if 
necessity compels. But always 
an answer. 




















A representative ready to consult 
with you on your transportation 
problems on the shortest notice. 


A Service Bureau geared to fur- 
nish up-to-the-minute information 
on all car movements by ‘phone 
or wire, to speed deliveries and 
to meet emergencies. 


Speed in every phase of opera- 
tion—in schedules, transfer, 
deliveries, the spotting of cars. 


To every Illinois Central employee 
“time” and the interests of our 
patrons are paramount. 








' 
» 
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=ILLINOIS CENTRAL SYSTEM= 
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